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1
SAIL PROPULSION DEVICE FOR CARGO
AND TANKER VESSELS

This application is a continuation in part of U.S. patent
application Ser. No. 13/604,596, filed Sep. 5, 2012, issued as
U.S. Pat. No. 8,887,652, which in turn claims priority of the
U.S. Provisional Patent Application Ser. No. 61/573,638,
filed Sep. 9, 2011, the disclosures of which are incorporated
by reference in their entireties.

TECHNICAL FIELD

This invention relates to a sailing space frame that can be
coupled and decoupled to/from cargo and tanker vessels in
order to provide sail powered propulsion of these vessels on
the trans-ocean portion of their voyage.

BRIEF SUMMARY OF THE INVENTION

The present invention relates to sailing space frame having
three hulls. This concept was initially funded by the National
Science Foundation through the MIT Innovation Center in the
1970’s has been under development and testing for many
years. Components of the first U.S. Pat. No. 4,326,475 for an
improved sailboat, the second generation Improved Sailboat
U.S. Pat. No. 5,134,950, and the third generation Improved
Sailboat (which is a pending patent application) are all uti-
lized in the present invention using an evolved configuration
adapted for use to propel cargo or tanker vessels in the trans-
ocean portion of their voyages. The sailing space frame is
coupled or decoupled from the vessel to be propelled, when
the vessel to be propelled is outside of the destination or
origination port facilities, this is required so as not to impair
the ability of the propelled vessel to maneuver in the port area.
The present invention is basically a sailing space frame
capable of propelling an engine powered vessel, over long
distance routes between ports, under sail power. The combi-
nation of the sailing space frame and the vessel to be pro-
pelled turns the combination into a Proa configuration, where
a Proa is a typically a small sailing canoe, having a sail, with
anattached outrigger on one side primarily used in the past for
ocean passages by islanders living in the Pacific Ocean. The
outrigger allows the Proa to carry a sail area much larger than
the canoe could carry without the outrigger. In the present
invention the vessel to be propelled is like a large canoe, and
the sailing space frame provides the outrigger, as well as the
needed sails, rudder, and dagger board components needed to
convert the coupled vessel into a viable sailing vessel. The
large sail area provided by the current invention for the pro-
pelled vessel allows propulsion of the cargo or tanker vessel
under sail power, without the need for operation of the ves-
sel’s engine for propulsion purposes. The use of the present
invention will reduce the amounts of carbon dioxide that is
typically generated by trans-ocean cargo and tanker ship’s
diesel engines; it will also save fuel, and reduce the need for
ballast water in cargo ships and tanker vessels since the out-
rigger in the Proa design stabilizes the vessels in the open
ocean. The use of the sailing space frame to propel cargo and
tanker vessels will reduce the spreading of alien species that
inhabit ballast water that is used to stabilize the vessels and
which gets spread across the ocean in the cargo or tanker
vessel ballast tanks. The present invention relates to sailing
space frame having three hulls. One of these hulls is an
outrigger hull; the other two hulls are used, both to support the
space frame, as well as to provide the dagger assembly sup-
port and rudder assembly support structures respectively. The
deck of the space frame has an approximately triangular
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configuration. This sailing space frame also incorporates two
mast assemblies and a set of four identical sails. The two mast
assemblies and a fore spar which are attached to the triangular
deck ofthe present invention serve to support the mast assem-
blies, without the need for rigging. The space frame can sail
independently on its three hulls to a desired location outside
of a port area, and then remain at this location, sails furled,
and the mast assemblies and fore spar folded down on top of
the triangular deck of the present invention, until a tanker or
cargo vessel; in need of sail powered propulsion gets close to
the sailing space frame. At this point the space frame trian-
gular deck is elevated by electric or hydraulic means to raise
the deck structure above the deck of the vessel to be propelled.
This is accomplished by moving the outrigger hull and the
rudder and dagger board hulls down, relative to the space
frame triangular deck structure, thus raising the space frame
deck. The space frame is then propelled by electric driven
thrusters in the outrigger hull and approaches the vessel
(which is not under way) to be propelled, in a direction
perpendicular to the length of the vessel. The rudder and
dagger boards are rotated so as to be oriented in the direction
of motion of the outrigger. Once the portion of the deck
triangular structure is above the deck of the vessel to be
propelled, the deck structure of the present invention is low-
ered until the sailing space frame rests on two bridges which
are installed on the vessel to be propelled, while it is in port.
The space frame is then mechanically coupled to the vessel.
Atthis point the foot of each mast assembly and the foot of the
fore spar are moved along the rails on the deck structure by
their respective trolley translation mechanisms so that the
mast assemblies are raised into the fully deployed sailing
configuration of the present invention. At this point the out-
rigger hull is rotated so that it is now parallel to the length of
the vessel to be propelled. Similarly the rudder and dagger
boards are also rotated so as to be oriented for forward motion
of'the propelled vessel. Final adjustments are made mechani-
cally on the elevation of the outrigger hull so that the deck of
the propelled vessel and the sailing space frame deck are both
horizontal. The rudder and dagger board hulls are then
released from the mechanical elevation control and just float
on the water, only supporting the weight of the respective
rudder and dagger board assemblies. This insures that hydro-
dynamic drag forces of these components on the coupled
vessel and the sailing space frame are reduced considerably.
The rudder and dagger boards provide the coupled vessel the
required leeward resistance as well as strong directional con-
trol so that the coupled vessel/sailing space frame can behave
as a true sailing vessel capable of sailing on a broad reach,
downwind, and a close reach, and thus take advantage of the
wind for propulsion, no matter in which direction it comes
from relative to the intended course of the coupled vessel.

STATEMENT OF THE OBJECTIVES OF THE
INVENTION

The object of the present invention is to utilize some of the
evolutionary improvements developed in the previously men-
tioned granted and pending US patents on improved sailboat
design for addressing the problem of reducing the use of fossil
fuels for the propulsion of tanker and cargo vessels.

A still further objective is to convert the diesel powered
vessel to be propelled by the present invention into an effi-
cient sailing vessel for the trans-ocean portion of the vessels
voyage.

A still further objective is to utilize wind, wave and solar
energy sources to power the operation and control functions
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of the present invention, both when it is decoupled, and also
when coupled, to the vessel to be propelled.

A still further objective is to allow the vessel to be pro-
pelled to enter and exit ports of call, unencumbered by the
present invention.

A still further objective is to reduce the need for ballast
water in vessels being propelled by the present invention.

A still further objective is to temporarily convert diesel
powered vessels into sail powered vessels for the major por-
tion of their trans-ocean voyage.

A still further objective is to be able to sail in wide range of
wind velocity conditions without requiring reefing.

A still further objective is to insure that coupling of the
present invention to a vessel will allow the propelled vessel to
be capable of sailing downstream, or on a broad reach, as well
as to perform tacking maneuvers similar to the capabilities of
typical sailboats, thereby utilizing the wind from all quarters
for propulsion.

A still further objective is to insure that the rudder and
dagger boards attached to their respective support hulls can be
used to provide the required leeward resistance for the
coupled vessel under sail.

A still further objective is to insure that the sails of the
present invention can weathervane without any rotational
constraint, unless oriented relative to the apparent wind for
thrust by the winglets, or by the relative positioning of the two
sails in each sail set.

A still further objective is to insure that both the dagger
board and rudder board orientations can be controlled in
coordination to improve the steer-ability of the vessel coupled
to the present invention.

A still further objective is to utilize the outrigger hull of the
present invention to ride over waves and in the process gen-
erate electricity for propulsion and control purposes.

A still further objective is to provide a horizontal area on
the roof of the crew’s quarters, above the outrigger support
structure on which solar cells can be mounted in order to
provide additional electric generation for the present inven-
tions propulsion and control purposes.

A still further objective is to insure that the power of the
wind is utilized to assist in mast assembly assemblies orien-
tation changes without requiring mechanisms (such as block
and tackle) to offset wind loads.

A still further objective is to insure that in downwind sail-
ing the foot of each mast assembly and the fore spar can be
moved along the triangular base structure to allow all sails on
the present invention, when coupled to a vessel to be pro-
pelled, to “see” clear air.

A still further objective is to insure that the electrical motor
driven propellers that provides outrigger thrust can be used
for both auxiliary propulsion of the present invention when
not coupled to a vessel, as well to provide thrust needed to
rotate the outrigger relative to the triangular base structure
when needed, and finally to provide thrust to assist in tacking
maneuvers in light wind conditions for the vessel to be pro-
pelled by the present invention.

A still further objective is to insure that the rudder and
dagger board hull support structures of the present invention
are configured to both raise and lower the triangular base
structure of the present invention during coupling or uncou-
pling to a vessel to be propelled, as well as, to just support the
weight rudder and dagger boards without incurring excessive
hydrodynamic drag forces.

A still further objective is to utilize the dagger and rudder
board to limit drift when the present invention is not under
sail.
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A still further objective is to insure that the dagger board
and rudder always remain in the water independent of wave
action.

A still further objective is to reduce the number of contain-
ers on a container ship that must be eliminated to accommo-
date the coupling of the sailing space frame with the vessel to
be propelled.

A still further objective is to minimize the obstruction of
the sailing space frame on the deck of a tanker vessel to be
propelled.

Other objectives are evident in the description that follows.
The foregoing objectives are achieved generally in the present
invention that includes a space frame, having an outrigger
hull, sails which can oriented to the apparent wind or allowed
to weathervane, a rudder board and a dagger board hull, both
of which can be rotated relative the space frame for sailing
configuration control when coupled or uncoupled to a vessel
to be propelled, and crew’s quarters with a solar cell covered
roof area called the solar dome.

BRIEF DESCRIPTION OF THE SEVERAL
VIEWS OF THE DRAWING

The invention is hereafter described with reference to the
accompanying drawings in which;

FIG.1 is an isometric view of the sailing space frame of the
present invention, sailing on a broad reach, coupled to a vessel
being propelled;

FIG. 2 is a plan view of the sailing space frame of the
present invention, with the mast assemblies and the fore spar
in the pre-deployed configuration, coupled to a vessel to be
propelled;

FIG. 3 is end view of the sailing space frame of the present
invention with the mast assemblies and the fore spar in the
pre-deployed configuration, coupled to a vessel to be pro-
pelled;

FIG. 4 is a sectional view of typical rail support beam for
the foot of each mast assembly and the fore spar of the present
invention;

FIG. 5 is an end view of sailing space frame of the present
invention coupled to a vessel to be propelled with the two
mast assemblies and the fore spar in the fully deployed con-
figuration;

FIG. 61is atop view of one of two identical mast assemblies,
of the present invention, with sail set shown in the weather-
vane configuration;

FIG. 7 is a side view of one of two identical mast assem-
blies’ head of the present invention, showing the head of the
sail set connection to the mast assembly head and the top of
the aero foil section of the mast assemblies;

FIG. 8A is a side view of one of two identical mast assem-
blies’ foot of the present invention, with a furled and unfurled
sail configurations shown;

FIG. 8B is an end view of the boom of the mast assembly of
the present invention, with the clew lines and sheaves shown;

FIG. 9 is a top view of the counterweight housing of the
mast assembly foot of the present invention showing the
location of the weighted section of the counterweight.

FIG. 10 is an isometric view of the counter weight and the
counter weight rotator mechanism of the present invention;

FIG. 11 is a top view of the mast assembly, of the present
invention with the sail set shown creating thrust from the
apparent wind do to a small relative rotation clockwise of the
boom section of the mast assembly with respect to the aero
foil section of the mast assembly;

FIG. 12 is a top view of the mast assembly, of the present
invention with the sail set shown creating thrust from the
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apparent wind do to a large relative rotation clockwise of the
boom section of the mast assembly with respect to the aero
foil section of the mast assembly;

FIG. 13 is a top view of the mast assembly, of the present
invention with the sail set shown creating thrust from the
apparent wind do to a small relative rotation counter clock-
wise of the boom section of the mast assembly with respect to
the aero foil section of the mast assembly;

FIG. 14 is a top view of the mast assembly, of the present
invention with the sail set shown creating thrust from the
apparent wind do to a large relative rotation counter clock-
wise of the boom section of the mast assembly with respect to
the aero foil section of the mast assembly;

FIG. 15 is an isometric view of the rudder assembly and its
support structure connection to the sailing space frame of the
present invention-this is also a mirror image of the dagger
assembly support structure;

FIG. 16 is a front view of a section of the space frame’s
central deck beam, which shows rudder assembly’s range of
elevation of the present invention—this is also a mirror image
of the dagger assembly support structure;

FIG. 17 is a plan view of the triangular deck of the space
frame showing the rudder and dagger assemblies and their
support structure connection to the sailing space frame of the
present invention;

FIGS. 18,19, 20, 21, 22, are top views of the outrigger hull
with thrusters used for both propulsion and rotation of the
outrigger hull of the present invention;

FIG. 23 is a side view of the outrigger hull with range of
motion about horizontal shaft axis of the present invention;

FIG. 24 Side views of bridges of the present invention
attached to the side of the vessel to be propelled by space
frame;

FIG. 25 is an end view of bridge attachment to vessel to be
propelled by space frame of the present invention;

FIG. 26is a cross sectional view of the bridge connectionto
the rail support of the present invention;

FIG. 27 is a plan view of the detailed bridge structure on the
forward section on the port side of the vessel to be propelled
used for coupling to the space frame of the present invention;

FIG. 28 illustrates a top view of the space frame triangular
deck of the present invention above the subject vessel in the
pre-coupled configuration;

FIG. 29 illustrates a top view of coupling jaw mechanism
and the corresponding section of the bridge of the present
invention on the forward section of port side of the vessel to be
propelled;

FIG. 30 illustrates a sectional view AA of FIG. 29 of the
coupling mechanism in the locked position at the end of one
bridge, of the present invention, on the aft port side of the
vessel to be propelled;

FIG. 31 illustrates a sectional view AA of the coupling
mechanism in the unlocked position, at the end of one bridge,
of the present invention, on the aft section of the port side of
the vessel to be propelled;

FIG. 32 is a side view of the outrigger hull connection to the
bottom of the space frame of the present invention, and the
two positions of the outriggers thrusters;

FIG. 33 is a plan view of the outrigger hull of the present
invention, showing the housing of the outrigger thrusters in
the pre-deployed configuration;

FIG. 34 is a top cross sectional view of the outrigger con-
nection shaft and elevation mechanism supporting the outrig-
ger hull of the present invention;

FIG. 35 is a side cross sectional view of the outrigger
connection shaft and elevation mechanism, of the present
invention;
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FIG. 36 is a plan view of the present invention showing the
sailing space frame coupled to a propelled vessel sailing
downwind;

FIG. 37 is an isometric view of the two mast assembly head
connections to the head of the fore spar of the present inven-
tion;

FIG. 38 is an isometric view of a typical mast assembly foot
connection riding on a rail on the space frame of the present
invention;

FIG. 39 is a plan view of the sailing space frame, of the
present invention coupled to a vessel being propelled on a
starboard tack;

FIG. 40 is a plan view of the sailing space frame, of the
present invention coupled to a vessel being propelled and
coming about;

FIG. 41 is a plan view of the sailing space frame, of the
present invention coupled to a vessel being propelled on aport
tack;

FIG. 42 is a plan view of the sailing space frame, of the
present invention coupled to a vessel being propelled on a
starboard tack;

FIG. 43 is a plan view of the sailing space frame of the
present invention coupled to a vessel being propelled sailing
on a broad reach;

FIG. 44 is a plan view of the sailing space frame of the
present invention coupled to a vessel being propelled sailing
downwind;

FIG. 45 is a side view of the sailing space frame of the
present invention moving toward the vessel to be propelled,
with the two mast assemblies and the fore spar in the pre-
deployed configuration;

FIG. 46 is a side view of the space frame of the present
invention when it is elevated above the vessel to be propelled,
with the two mast assemblies and the fore spar in the pre-
deployed configuration;

FIG. 47 is a side view of the sailing space frame of the
present invention when the space frame is being lowered onto
the bridges mounted to the vessel to be propelled.

FIG. 48 is a side view of the sailing space frame of the
present invention when it is being coupled to the vessel to be
propelled, with the two mast assemblies and the fore spar in
the pre-deployed configuration;

FIG. 49 is an end view of the sailing space frame of the
present invention coupled to the vessel to be propelled, with
the two mast assemblies, the fore spar, and the sails in the
fully deployed configurations, and the outrigger, and rudder
assembly and dagger board assembly rotated to be parallel to
the length of the vessel.

FIG. 50A is an isometric view of the alternate sailing space
frame of the present invention coupled to a vessel being
propelled downwind;

FIG.50B is a plan view of the alternate sailing space frame,
with its triangular base, of the present invention coupled to a
vessel showing the mast assembly rails, the fore spar rail, and
the rudder and dagger board support structures, without the
mast assemblies and fore spar shown;

FIG.50C is an end view of the alternate sailing space frame
of the present invention coupled to a vessel without the mast
assemblies and fore spar shown;

FIG. 50D is an end view of the central twin beams and the
yoke used to connecting these beams to the two magnetic
clamp assemblies, not shown;

FIG. 50E is a cross sectional view of the port mechanical
coupling mechanism which connects the central twin beams
of' the alternate sailing space frame to the port coupling com-
ponent on the vessel to be propelled;



US 9,120,537 B1

7

FIG. 50F is a side view of the port coupling component
fixed to the port gunwale of the vessel to be propelled;

FIG. 51A is a top view of a section of the starboard side
gunwale showing the two magnetic clamp assemblies
coupled to the starboard coupling component fixed to the hull
of'the vessel to be propelled, as well as the starboard mechani-
cal coupling component about to be fixed to the hull of the
vessel to be propelled;

FIG. 51B is a side view of the aft starboard side of the
gunwale with the attached starboard coupling component and
the end of the aft beam with the starboard mechanical cou-
pling mechanism;

FIG. 51C s the front view of the starboard hull of the vessel
to be propelled with the attached starboard coupling compo-
nent, and the magnetic clamp assemblies in their final coupled
position:

FIG. 52A is atop view of the alternate space frame with the
magnetic clamp assemblies in their final coupled configura-
tion with the starboard coupling component on the vessel hull
before the mechanical coupling mechanism has been moved
into their mechanical coupling component on the vessel hull;

FIG. 52B is a top view of the alternate space frame con-
nected to the vessel to be propelled;

FIG. 53 is an end view of the alternate space frame raising
the starboard side of the vessel hull in preparation for the
central twin beams connection to the port side of the vessel
hull;

FIG. 54A is a side view of one magnetic clamp assembly,
the gimbals’ connection between the magnetic clamp assem-
bly and one arm of the yoke:

FIG. 54B is a top view of the gimbals’ configuration;

FIG. 54C is a back view of the magnetic clamp assembly,
showing the drive motors, the magnetic clamps, and the drive
shafts and guides;

FIG. 55 is an isometric view of the aft mast rotation assem-
bly on the alternate space frame;

FIGS.56A,56B,56C, 56D, 56F are sequential views of the
coupling sequence between the alternate space frame and the
vessel to be propelled;

FIGS. 57A, 57B, 57C, 57D schematically illustrate the
motion of the magnetic clamp assemblies along the hull of the
vessel to be propelled during the coupling process between
the space frame and the vessel to be propelled.

DETAILED DESCRIPTION OF THE INVENTION

The present invention is based on the aforementioned pat-
ented and patent pending sailboat design evolutions, each of
which has utilized a space frame having a triangular base,
with three hulls at the vertices of this triangle. In this present
invention this design has been modified and adapted to the
propulsion of cargo and tanker vessels. Because of the
mechanical complexity of the design, the descriptions will be
focused on the major elements of the present invention, and
then this will be followed by description of the use, operation,
as well as the improvements and innovations associated with
the present invention in its entirety.

Referring now to the drawings in greater detail, FIG. 1
illustrates the sailing space frame of the present invention
110, coupled to a vessel being propelled 111 on a broad reach,
sailing downwind.

FIG. 2 Tllustrates a plan view of the sailing space frame of
the present invention, with the mast assemblies and the fore
spar in the pre-deployed configuration, coupled to a vessel to
be propelled 111, which has an approximately triangular base
of space frame 5, where the outrigger vertex 1 of the triangle
is located directly over the outrigger hull 17. Also shown are
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the other two vertexes 2 and 3, of the triangular base of space
frame 5, which are fixed to hull of the vessel to be propelled
by sail power, where the sailing space frame is in the pre-
deployed configuration. There are three primary beams that
are part of the triangular base of space frame 5, an aft deck
beam 22 which is coupled to the aft section of the vessel 111
to be propelled, a fore deck beam 23 which is coupled to the
forward section of the vessel to be propelled, and the central
deck beam 122. The space frame has a triangular deck; this is
required so that the outrigger is coupled to the space frame at
a single connection point (vertex 1). This configuration
reduces bending loads on the space frame which has only
three points of support when coupled to a vessel to be pro-
pelled, where two of these points are the bridges used for
coupling to the vessel to be propelled, and the third is the
outrigger—as explained shortly. This is in marked contrast to
a typical Proa design, where there are two parallel beams,
which connect the canoe to the outrigger. In this latter con-
figuration, bending loads are generated when the forward
section of the outrigger encounters a wave, which lifts the fore
end of the outrigger relative to the aft end of the outrigger.
This type of bending loads stresses the connecting beams as
well as the hull of the canoe. In order to avoid these types of
bending loads the triangular deck configuration was chosen
for the present invention.

FIG. 3 illustrates and end view of the space frame 5 of the
present invention, with the mast assemblies and the fore spar
in the pre-deployed configuration, coupled to a vessel 111 to
be propelled. There are three saddles 10, 11 (hidden in this
view), and 9, which are attached to the space frame 5, which
hold up the two mast assembly assemblies 6, 7, and the fore
spar 8 as shown.

FIG. 4, is a view of Section AA, in FIG. 2, of typical rail
support beam for the foot of each mast assembly and the fore
spar of the present invention which is a cross section of the
beam, between vertex 1 and vertex 2, supporting the mast core
43 of mast assembly 6 on the rail 4 as shown in FIG. 2,
mounted on it, and the trolley 153 mounted on it, along with
the universal joint 12, which allows pivoting of the mast
assembly core 43 and also free rotation of the mast assembly
core 43, to be discussed later. This sectional view is also
typical of the mast assembly core 43 attachments to its sup-
port beam between vertex 1 and 3, and on the fore spar 8, as
shown in FIG. 2, and FIG. 3, except that the fore spar 8, in
FIG. 3, cannot rotate about its cylindrical axis. The trolley 153
and 154 respectively at the base of each mast assemblies 6 and
7 and also the fore spar 8, is moved by electromechanical
means along the respective rail to which it is attached, these
devices are not shown. Each mast assembly trolley 153 and
154 and the fore spar trolley 24 can move along the entire
length of its respective rail 4. When these trolleys are not
being moved they are locked in place on their rail 4 according
to the requirements for operation of the space frame 5 as
discussed later.

FIG. 5 is an end view of the space frame 5 of the present
invention, coupled to a vessel 111 to be propelled with the two
mast assemblies and the fore spar in the fully deployed con-
figuration and illustrates section AA in FIG. 1, The twin sail
set 14 (also called alternatively the sail set in the following
descriptions) on the mast assembly 6 closest to the stern of the
vessel are shown in the fully deployed configuration and in
the weather vane configuration, where the wind 21 is coming
from the port side of the vessel 111. Only the stern most sail
of the sail set 14 on this mast assembly 6 is shown since it
blocks the view of the second sail of the said set 14 on the
same mast assembly 6 as well as the mast assembly 7. The
elevated section 16 of the rail 4 on which the fore spar trolley
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24 moves is shown in FIG. 3. Also show in FIG. 5 is the solar
dome 15 above the crew’s quarters 21. These quarters are
used by the crew of the present invention, when it is not
coupled to the vessel to be propelled. In the following discus-
sion, the term “board”, as mentioned earlier for example in
the terms rudder “board” and dagger “board”, is now replaced
by the more description term “semi ring wing foil”. The
outrigger hull 17 is shown in cross section in FIG. 5. The
rudder assembly 18 is shown in cross section and the rudder
semi ring wing foil 19 is shown also in cross section in FIG.
5. Finally, the stern most bridge on the vessel hull 76 is also
shown in FIG. 5. The functions of these components will be
discussed later. The mast assembly and sails components of
the sailing space frame 5 are configured in an approximate
tetrahedral configuration when fully deployed, as shown in
FIG. 1. The foot of each mast assembly 6 and 7 is fixed via the
typical universal joint 12 fixed to the associated trolley 153 as
shown in FIG. 4. This trolley 153 rides on its respective rail 4
on the triangular base beams 22 and 23 in FIG. 2 of the space
frame 5. The fore spar 8 foot is also fixed to a universal joint
to a trolley which rides on a rail as also shown in FIG. 4. The
rail 4 associated with the fore spar 8 is raised on a ramp 16
above the base plane of the triangular base of space frame 5
near the crew’s quarters 21 adjacent to the solar dome 15 of
the sailing space frame 5 as shown in FIG. 3. When the
superstructure components i.e., the mast assembly assem-
blies 6 and 7 and fore spar 8 are to be deployed, the foot of the
fore spar is higher 31 than the foot of each mast assembly 6
and 7 (which is hidden), as shown in FIG. 3, because it is
located on the elevated track section 16 near the crew’s quar-
ters 21. This is required so that when the foot of each mast
assembly is moved along its respective rail 4 on the two deck
beams 22 and 23 toward the cargo ship, the lever arm distance
31 provided by the raised foot of the fore spar allows the
elevation of the mast assembly 6 and 7 and fore spar 8 super
structure to be made with less energy requirements. Each
mast assembly core foot trolley 153 and 154 is driven also its
rail 4 by an electric motor through a trolley translation mecha-
nism (not shown). Before deployment of the mast assemblies
and the fore spar these elements lie just above the top surface
of'thebase triangle 5, as shown in FIG. 3. The fore spar trolley
translation mechanism (not shown), working with the two
said mast assemblies’ trolley translation mechanisms (not
shown) provide the means for the transition to and from the
deployed and pre-deployed configurations of the mast assem-
blies and the fore spar. These components can be used to fold
down said mast assemblies and said fore spar until they are in
the pre-deployed configuration above said the triangular base
of space frame 5 reducing the wind load on said space frame
when it is not under way, or in storm conditions. Each mast
assembly core 43 has bearings, not shown, which allows
rotation of the mast assembly core 43 at the associated uni-
versal joint at the head and the foot of the mast assembly core
so that each mast assembly core 43 and the aero foil 42
attached to it, can rotate freely about their respective mast
core cylindrical axis 58 in FIG. 7. The aero foil can be rotated
about the mast assembly core also and there are bearings, (not
shown), between the mast assembly core and the aero foil
along the length of the mast assembly core. Since the foot of
each mast assembly and the foot of the fore spar are connected
to their respective trolleys, these feet can be moved both in the
folding process, as well as in the sailing mode, to assure that
both sails of the sail set can see clean air even while sailing
downwind—see motion 32 (away from nominal deployed
configuration of this mast assembly core foot) of mast assem-
bly 7 in FIG. 36.
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FIG. 6 illustrates a top view of one of the two identical mast
assembly assemblies 6 and 7 of the present invention with sail
set 14 shown in the weathervane configuration, where each
mast assembly has a boom 33 fixed to the mast assembly core
43 through a hinge joint 34, on the boom base 174, which is
fixed to the mast core 43. This hinge 34 allows the boom to be
folded up against the mast assembly aero foil 42 as the sails of
the sail set are furled as shownin 33, in Detail 112, in FIG. 8A.
This folding process is required when it is desired to lower the
superstructure into the pre-deployed configuration FIG. 3, or
when the sails are desired to be depowered.

FIG. 7 is a side view of top section of the aero foil of the
present invention the one of two identical mast assemblies’ 6
and 7, which shows the upper swivel coupling of the roller
furler 56 for one of the sails of the sail set at this location (the
other swivel coupling is not shown), where the head of each of
the two sails that form the sail set 14 are attached, and where
the aero foil 42 can be rotated around the mast assembly core
43 as shown in FIGS. 11, 12, 13, and 14 configurations,
moving the sail sets 14 around the mast core 43, to which the
boom 33 is fixed.

FIG. 8A is a side view of the lower section of a typical mast
assembly with details of foot of the mast assembly of the
present invention, with a furled sail configuration with the
boom 33 in position 112, and also with the boom 33 in the
unfurled configuration 113. At the end of the boom where the
jib sheet lines (from the sail set clews lines 41 in FIG. 6) are
located, there are sheaves 59 which guide the these two lines
41 around the boom to the sheave 38. These sheaves 59 are
capable of pivoting so as to line up with the loads imparted by
the lines 41, as the aero foil 42 is rotated about the mast
assembly core. The boom 33 has a boom vang cable 36 which
is used to pull the boom down from its folded configuration
112 against the aero foil 42 into it fully deployed configura-
tion, perpendicular to the mast core and aero foil cylindrical
axis 58 see FIG. 7. The lower end of the boom vang cable 36
is attached to the foot of the mast assembly core through a
winch 37 on boom base 174 as shown in FIG. 8 A. Atthe upper
end the boom vang cable 36 has a sheave 38 through which
the (jib sheet) line 41 which connects each sail set clews on
the individual mast assembly passes see 41 in FIG. 6. This
boom vang cable is thus used to pull down the boom through
the two lines both labeled 41 from the pre deployed configu-
ration, as the sail set 14 are unfurled via this winch 37. When
the boom 33 is fully deployed and the sails fully unfurled, the
winch 37 on the bottom of the boom vang cable 36 is used to
adjust the tension on the sail clews. An aero foil 42 cylinder
surrounds each mast assembly core 43 and has bearings
inside it that allow it to rotate freely around the mast assembly
core43. This aero foil section is rotated about the mast assem-
bly core 43 by an aero foil rotation servo 48 rotating the gear
49 on the base of the aero foil 42 as shown in FIG. 8A. The
aero foil servo 48 and the gear 49 at the base of the aero foil
42 provide the means controlling the orientation of aero foil
42 rotation relative to the mast core 43. A short distance above
the location of boom hinge 34, on the aero foil 42 there are
located two sail arms 45 and 46 (hidden) and a strut 47
holding a canard winglet 50, which is used to provide fine
tuning of rotation of the mast assembly 6 (and similarly on 7)
about the mast assembly core 43 cylindrical axis 58 when the
sail set 14 are fully deployed. Thus when the canard winglet
and the aero foil are in their weathervane configuration FIG.
6, the mast assembly rotates about its mast core cylindrical
axis 58 and generates no thrust, except for aero drag forces.
The canard winglet 50 has a section of a gear 52 just above the
upper surface of the support strut, and this gear is rotated by
a servo 51 inthe strut 47 which supports the canard winglet 50
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as shown in FIG. 6. The two sail arms 45 and 46 (not shown)
in FIG. 8A, are fixed to the aero foil 42 and are 120 degrees
apart 53; these sail arms hold the bottom end of the cables (not
shown) to which the leading edge of each sail 14 ofthe sail set
is fixed. These cables are attached to a roller furling devices at
the end of each sail arm which allows the sails to be furled
around this cable when desired, or to unfurl the sails when the
boom 33 is being lowered into its deployed configuration
under the loading of the boom vang cable, where these com-
ponent provide the means for furling and unfurling the sail set
14 on each mast assembly 6 and 7. The top of each sail set
cable is fixed to the head of the aero foil, and has a bearing 56
which allows the sail furling rotation by the action of roller
fuller device.

FIG. 8B is an end view, Section BB in FIG. 8 A, ofthe boom
33 of which is representative of one of two identical mast
assemblies of the present invention, when in the unfurled sail
configuration 113 in FIG. 8A. There are two pivot arms 114 at
the outhaul section of the boom 33. These pivot arms have
sheaves 59 on the end of the pivot arms, which pivot as shown
115. These pivot arms allow the sheaves 59 to line up with the
load in the lines 41 from the sail clews as the aero foil 42
rotates about the mast assembly core 43.

FIG. 9 Illustrates a Section AA view of the rotatable
counter weight 57 shown in FIG. 8 A. This counterweight has
a saucer like cowling configuration in which is embedded the
actual counter weight component 57. This configuration
makes the direction of the wind on the counterweight have no
effect on the rotational drag forces on the mast assembly.
Internal to the cowl 104 is the actual counter weight element
57 which provides a gravity torque on the mast assembly to
counteract the weight of the sail sets and the aero foil 42 and
its attachments such as the boom 33 under different opera-
tional configurations. This counterweight can be rotated (by a
counterweight servo 171 which engages gear 173 on the top
of the cowl 104), around the aero foil 42 to provide the
required balancing of the aero foil 42 and its appendages
under various deployed mast assemblies configurations as
shown in FIG. 10, where these components provide a means
for controlling the orientation of said aero foil rotation rela-
tive to said mast core This counter weight 57 is used for a three
purposes. First it is used to adjust the center of weight of the
deployed mast assembly to be located directly on the cylin-
drical axis 58 of the mast assembly core 43, in a plane per-
pendicular to the cylindrical axis of the mast assembly core
58, so that only the wind loads on the sail set 14 and the canard
winglet 50 determine the stable and balanced rotation angle
(about the mast assembly core cylindrical axis 58) of the aero
foil 42 relative to the apparent wind—for the fully deployed
mast assembly on the deployed space frame. This counter
weight is required since the mast assembly core of each mast
assembly is not vertical, but at an angle relative to the hori-
zontal plane.

FIG. 10 is an isometric view of the counter weight and the
counter weight rotator mechanism of the present invention.
As previously mentioned, in order for the fully deployed mast
assembly to respond to the apparent wind whether in the
weathervane mode or in the thrust mode, the center of mass of
the entire mast assembly must fall on the mast core cylindrical
axis of the mast assembly core 58. This counter weight can be
used to set a specific angle for the boom on each mast assem-
bly when thrust in a specific direction is required when under-
way. Specifically itis used to adjust the nominal angle that the
two mast assembly booms make with each other in prepara-
tion for broad reach sailing, tacking, and downwind sailing.
The other purpose of the counter weights, on each deployed
mast assembly, is to rotate the two mast assembly assemblies
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to the minimum potential energy configuration so that they
fold down flat when the two mast assembly assemblies and
fore spar are lowered into the pre-deployed configuration, as
shown in FIG. 3. This is accomplished (when there is signifi-
cant wind loads on the mast assembly assemblies), by a ring
gear 49 on the outside diameter of the counterweight cowl
103 in FIG. 10 on the of the counter weight saucer cowling
104, as shown in FIG. 10. This ring gear 49 mates with the
pinion gear 116, when these are engaged as explained below,
where these components provide the means to balance the
mast assembly around its mast core cylindrical axis 58. In
order to move the mast assembly assemblies into the pre-
deployed configuration, the foot of each mast assembly is
moved to the respective extreme end of its rail (vertex 2 and
vertex 3 in FI1G. 2). At this point there is located a solenoid 102
with a servo motor, as shown in FIG. 10 that is fixed to the
space frame near vertex 2 (shown here) and vertex 3 (not
shown here) in FIG. 2. When in this mass assembly configu-
ration, and after the boom is up and the sails are furled, on
each mast assembly, the solenoids 102 are activated and these
move the corresponding pinion gears 116 up so that they
engage the ring gear 103 on the outside diameter of each of
the counter weight cowling 104 in FIG. 10. These compo-
nents provide the means to rotate the aero foil and the mast
core of each mast assembly. Once engaged, the servos rotates
the counter weight cowlings and since they are fixed to their
respective aero foil’s and the mast assembly cores, both mast
assembly assemblies are rotated to the desired orientation for
transition to the pre-deployed configuration. Once in this
configuration the mast assembly core on each mast assembly
is locked by a mechanism (not shown) so that it can no longer
rotate in its bearing on top of each respective trolley. Now the
foot of each mast assembly is moved by its trolley back
toward the solar dome, as this proceeds, the superstructure of
the space frame, which includes the mast assembly assem-
blies and the fore spar, all fold down until these three super-
structure components rest in the respective saddles as shown
in FIG. 2 and FIG. 3.

FIGS. 11, 12, 13, and 14 are top views of one of two
identical mast assemblies, of the present invention. In FIG.
11, the sail set 14 shown is creating thrust 117 from the
apparent wind direction 61 due to a small relative rotation
clockwise of the boom section of the mast assembly with
respect to the aero foil section of the mast assembly. The
rotation of the aero foil relative to the boom on the mast
assembly core via the aero foil servo 48 on the ring gear 103
on the counterweight cowl 104 the causes the wind to gener-
ate thrust 117 on the mast assembly, 6 or 7. FIG. 12 is similar
to FIG. 11, but there is a larger relative rotation of the aero foil
relative to the mast assembly core and the boom which is fixed
to it. FIG. 13 is a top view of the mast assembly, of the present
invention with the sail set shown creating thrust from the
apparent wind do to a small relative rotation counter clock-
wise of the boom section of the mast assembly with respect to
the aero foil section of the mast assembly, and FIG. 14 is a top
view of the mast assembly, of the present invention with the
sail set shown creating thrust from the apparent wind do to a
large relative rotation counter clockwise of the boom section
of the mast assembly with respect to the aero foil section of
the mast assembly. In each of these figures the canard winglet
50 shown in FIG. 8A is in the nominal configuration, and so
it doesn’t contribute to the torque acting to rotate the mast
assembly in the clockwise or counter clockwise direction
about the cylindrical axis of the mast assembly core 58. Ifthe
canard winglet had been rotated it could provide fine tuning to
the torque on the mast assembly relative to the apparent wind
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direction 61 and this affect the rotation of the mast assembly
and the wind related thrust generated by it.

FIG. 15 is an isometric view of a section of the space
frame’s aft deck beam 22 and the central deck beam 122
showing the rudder assembly 70 and its support structure
connection to the space frame 5 of the present invention. The
rudder assembly 70 is comprised of the rudder hull 18, the
semi ring wing foil 19 and the central vertical shaft 118. The
dagger board assembly 71 (not shown) is a mirror image of
the rudder assembly and incorporates the same components.
The rudder assembly support structure and the dagger assem-
bly support structure both incorporate the articulation struc-
tures 88 and 89, which are hinged to the central deck beam
122, and hinged to the central vertical shaft housing 175,
where these components provide the means for supporting
the rudder assembly and the dagger assembly. These are used
to support the rudder and dagger board assemblies, 70 and 71
respectively through the central vertical shaft 118 in the cen-
tral vertical shaft housing 175; these components comprise
the articulation structures for the rudder and dagger assem-
blies. These articulation structures utilize a parallelogram
mechanism 87 to assure that the central vertical shaft 118 of
each of these two hulls remains vertical independent of the
elevation of the rudder hull 18, and the dagger board hull 119
in FIG. 2—independent of the wave action below them. The
central vertical shaft housing 175 for the rudder and dagger
assembly respectively also incorporates a servo for rotation of
the their vertical shafts 118, used during maneuvers of the
space frame 5, while coupled to or uncoupled from the vessel
to be propelled 111. The angular struts 88 in FIG. 15 insure
that the leeward loads imparted by the sails, and offset by the
rudder board semi ring wing foil 19 (and similarly for the
dagger board semi ring wing foils, not shown) are transmitted
to the space frame 5—see broad reach sailing configuration in
FIG. 43. These angular struts 88 are also fixed through ahinge
mechanism to the central deck beam 122. The semi ring wing
foils are capable of being mechanically raised 121 by rotation
about their hinge axis, 120, this mechanism is not shown, for
operation in shallow water. During the coupling process, to be
explained later, the hydraulic ram 86 is used to raise the
vertices 2 and 3 of'the space frame 5, as shown in FIG. 2. The
rudder and dagger assemblies provide a means for providing
leeward resistance, and a means for directional control, for
the vessel to be propelled.

FIG. 16 is a front view of a section of the space frame’s aft
deck beam 22 and the central deck beam 122, as shown in
FIG. 15, which shows rudder assembly’s 70 vertical elevation
range 124, which can be moved downward relative to the
triangular base of the space frame 5, via the hydraulic ram 86,
or can be allowed to just float on the surface of the ocean 125
(when the space frame 5 of the present invention is coupled to
a vessel to be propelled).

FIG. 17 is a plan view of the triangular base of space frame
5 showing rudder and dagger assemblies, 70 and 71 respec-
tively, and the outrigger 17, and their associated 360 degree
ranges ofrotation 73, 74, and 75. The rudder and dagger board
assemblies, can be rotated independently, by mechanical or
electric actuators (not shown), for steering purposes both
when the sailing space frame 5 of the present invention is
coupled to a vessel to be propelled or when it is sailing
independently (without being coupled to a vessel to be pro-
pelled). The outrigger 17 can be rotated by electrically driven
thrusters which are incorporated into the outrigger hull 17, to
be discussed in more detail later, which is also used in the
coupling process to the vessel to be propelled, as well as to
propel the sailing space frame 5 of the present invention,
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when not under sail. These functions will also be discussed in
more detail later. The long axis 176 of the propelled vessel is
also shown.

FIGS. 18,19, 20, 21, 22, are top views of the outrigger hull
17 with thrusters in various positions when used for both
propulsion and/or rotation of the outrigger hull 17 of the
present invention. In FIG. 18, the two thrusters 29 and 30 are
shown in the deployed configuration at the sides of the out-
rigger hull 17. In this configuration the thrusters can be used
to provide thrust 68 in the same direction driving the outrigger
hull 17 in the 126 direction, or alternately used to provide
thrust 69 in the same direction driving the outrigger hull 17 in
the 127 direction. More details of the thrusters and their
connection to the outrigger hull are provided in FIG. 32. In
FIG. 19, The thrusters are shown generating thrust in opposite
directions, 68 and 69, thus rotating the outrigger hull 17 in the
128 counter clockwise direction, this would be used in the
process of coupling to a vessel to be propelled or when decou-
pling from a propelled vessel, and will be discussed in more
detail later. In FIG. 20, the thrusters are shown generating
thrust in the same direction 68, thus propelling the in direction
126. Alternately in FIG. 21 the thrusters are generating thrust
in the opposing direction 69, and propelling the outrigger in
the direction 127. In FIG. 22, the thrusters are again shown
generating thrust in opposite directions, 68 and 69 thus rotat-
ing the outrigger in the clockwise direction 129. The thrusters
are also used to steer the present invention when it is not
coupled to a vessel to be propelled and therefore acts in part
as a rudder.

FIG. 23 is a side view of the outrigger hull 17 with range of
motion about horizontal shaft 130 of the present invention
shown. The capability of the outrigger hull 17 to rotate about
its horizontal shaft, serves two purposes. First it allows the
outrigger hull to ride over waves instead of being forced to
“plow through them”. This reduces the drag forces on the
outrigger hull when under way and reduces the torque that the
outrigger hull 17 drag would have on the propelled vessel.
This in turn allows more efficient propulsion by the sail sets
14 of'the present invention in propelling the coupled vessel on
the desired course. Secondly, the rotation of the outrigger hull
17 about its horizontal shaft 130 is retarded by an adjustable
resistance regenerative braking system that provides the
means to generate electricity and is mounted between the
horizontal shaft 130 and the outrigger hull 17, to retard shaft
130 rotation 95, (this system is not shown), and is similar to
that used on hybrid cars. Therefore when waves rotate the
outrigger hull 17 about its horizontal shaft 130 electricity is
generated in this regenerative braking system, stored in bat-
teries and subsequently used for propulsion and control func-
tions in the present invention. This will be discussed in more
detail later. The outrigger also provides a means for reducing
listing due to wind and wave loads on the coupled vessel
under all operating conditions both under sail and when not
under sail. A typical cargo ship or cargo vessel has a rounded
bottom and no external keel so this type of hull provides little
leeward resistance and also has a tendency to list under wind
and wave loads which approach the vessel from a direction
perpendicular to the long axis of the vessel 176.

FIG. 24 is a side view of the two bridges 76 and 77 as
located onthe vessel to be propelled, which are used to couple
the vessel to be propelled to the space frame 5 of the present
invention. These two bridges are can be slid along the gun-
wale rails 78 which are mounted on both sides of the vessel to
be propelled as shown in FIG. 25. The foot 131 at each end of
each bridge, as shown in FIG. 26 can be slid along these rails
and then fixed, by a mechanism (not shown) in the proper
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position in order to accommodate vessels to be propelled, by
the present invention, whose hulls 111 have different beam
widths.

FIG.25is an end view, Section DD of FIG. 24, of the bridge
77 attachment to vessel to be propelled by space frame 5 of the
present invention, showing where the gunwale rails 78 are
attached to the outside of the hull of the vessel to be propelled
at approximately deck level. This position was chosen as a
strong section of the hull where loads imposed by the bridges
could be accommodated.

FIG. 26 is a cross sectional view, Section CC of FIG. 24, of
the one foot 131 of the bridge 77 connection to the gunwale
rail support 78 mounted to the side of the vessel 111 to be
propelled, by the present invention. Each bridge 77 has two
foot sections which are mounted to the gunwale rails 78 on
either side of the vessel 111 hull to be propelled. The bridge
76, (not shown) is a mirror image of bridge 77.

FIG. 27 is a plan view of the bridge 77 structure, of the
present invention on the forward section of port side of the
vessel to be propelled, (Detail 164, in FIG. 17), showing the
details of the connection between the beam of the bridge 132,
and the foot 131 of the bridge, and the approximately vertical
portion 83 of the bridge 77. Detail A shows a top view of the
end section of the fore deck beam 23 of triangular base of the
space frame 5. Detail B shows and end view of this end
section of fore deck beam 23 of the triangular base of the
space frame 5 with the approximately vertical member 105,
which is used to help locate the fore deck beam 23 onto the
correct location on the beam of the bridge 132.

FIG. 28 illustrates a top view of the just two beams 22 and
23 of the space frame triangular deck 5 of the present inven-
tion, located almost directly above the two bridges 76 and 77
of the vessel to be propelled. When the outrigger hull 17 is
propelled in the direction 133, these two beams 22 and 23
slide into their final position above the corresponding bridges
on the vessel, 76 and 77, and the coupling process is then
initiated in FIG. 30 and then completed as shown in FIG. 31.

FIGS. 29, 30 and 31, illustrate the configuration of the
coupling between the fore deck beam 23 of triangular base of
the space frame 5 with the bridge 77. A similar coupling
configuration, which is a mirror image of that shown in this
FIG. 27, is used between aft deck beam 22 of the triangular
deck 5 of the present invention, and the bridge 76, but this is
not shown here.

FIG. 29 illustrates a top view of coupling jaw 78 mecha-
nism and bridge 77 of the present invention on the forward
section of the port side of the vessel (location 134, in FIG. 28)
to be propelled. The bridge beam 77 is shown, as well as the
structure connecting the bridge beam 132 to the foot 131 of
the beam 77. A horizontal portion 81 of the structure connect-
ing the foot 131 to the beam 132 is used as a shelf to support
the fore deck beam 23 of the triangular base of space frame 5
of the present invention, when it is lowered down onto the
bridge beam 77. A hydraulic ram 80, is used activate the
coupling mechanism 135, as shown in F1IG. 30 and FIG. 31. A
similar configuration and coupling jaw 78 mechanism is uti-
lized on beam 76, not shown.

FIG. 30 illustrates a sectional view (AA in FIG. 29) of the
coupling mechanism 135 in the locked position, of the present
invention, on the forward section of the port side of the vessel
to be propelled (in the location of the detail 165 in FIG. 17),
where the hydraulic ram 80 is in the fully retracted configu-
ration, and the jaw 78 of the coupling mechanism 135, driven
by the linkage mechanism 137 has captured the bridge 77
beam 132 completely. Also shown is a pad 136 which is used
to facilitate sliding of the fore deck beam 23 against the
structure connecting the foot 131 of the bridge 77, during both
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the coupling and uncoupling process. The bridges 76 and 77,
in combination with the two coupling mechanism 135
attached to the beams 22 and 23 of the triangular base of the
space frame 5, comprise, in combination, the vessel coupling
mechanism provides the means the coupling/uncoupling of
the present invention to/from the vessel to be propelled.

FIG. 31 illustrates a sectional view (AA in FIG. 29) of the
coupling mechanism 135 in the unlocked position, of the
present invention, on the forward section on port side of the
vessel to be propelled, (as shown in detail 165 in FIG. 17). To
move the jaw 78 from the locked position shown in FIG. 30 to
the unlocked position shown in FIG. 31, the jaw 78 must be
rotated by the hydraulic ram 80, via the linkage mechanism
137, through the arc 138. This is the configuration of the
coupling mechanism 135, when the beams 22 and 23 of the
space frame of the present invention is being either lowered
onto the bridges 76 and 77, or raised off the bridges 76 and 77,
during the coupling of the space frame of the present inven-
tion on to, or off of, the vessel 111 to be propelled, respec-
tively.

FIG. 32 is an end view of the outrigger hull 17 connection
to the bottom of the triangular base of the space frame 5 of the
present invention, with the crew’s quarters 21, directly above
the connection to the outrigger 17, and the solar dome 141
which serves as the roof of the crew’s quarters. This solar
dome is covered with solar cells which generate electricity for
storage in a battery bank below the crew’s quarters, for sub-
sequent use in propulsion and control of the present invention
both in the uncoupled configuration and the coupled configu-
ration to a vessel to be propelled. Attached to the crew’s
quarters is the elevated section rail 16, of the horizontal sec-
tion of the rail 4, which is structurally connected to the beam
122 below it. This elevated section of the rail 16, on beam 122,
is where the fore spar trolley 24 moves is shown in FIG. 3.
Also shown is a sectional view (AA in FIG. 33) of the out-
rigger 17, showing the two positions of the outrigger’s elec-
tric thrusters 143, where the configuration 139A shows these
thrusters in the pre-deployed position inside the outrigger hull
17, and 139B, with the thrusters 143 showed in the deployed
position below the water line on the sides of the outrigger hull
17, respectively. Above the outrigger is the outrigger connec-
tion shaft 90, as shown in detail in FIGS. 34 and 35, between
the outrigger 17 hull and the triangular base of the space
frame 5 of the present invention. As mentioned the outrigger
17 hull can be rotated by the use of the two thrusters 143, and
once in it is desired angular rotation position relative to the
triangular base of space frame 5, it can be locked in this
position by the solenoid 91 which moves a locking pin 142
into a corresponding socket hole in the outrigger connection
shaft 90. There are two socket holes (not shown) in the out-
rigger connection shaft 90 corresponding to two different
rotation locations 90 degrees apart for the outrigger hull 17
relative to the triangular base of space frame 5 orientation of
the present invention. One socket whole location corresponds
to the outrigger hull orientation perpendicular to the long
dimension of the vessel to be propelled during the coupling
process, and the other corresponds to the orientation of the
outrigger parallel to the vessel to be propelled when the
present invention is coupled to it and under way.

FIG. 33 is a plan view of the outrigger hull 17 of the present
invention, showing the housing of the outrigger electric
thrusters 143 in the pre-deployed configuration. The outrig-
ger connection shaft 90 is fixed to the horizontal shaft 144
shown, which allows the outrigger hull 17 hull to ride over
waves as shown in FIG. 23. This shaft 144 is connected to the
regenerative braking components 145, which also house the
bearings for this shaft 144, which are fixed to the outrigger
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hull 17. The rotation of the thrusters 143 from their housing in
the outrigger hull 17 into the water is accomplished by the
activation of the electric motor 146, which has one single
shaft with the section 97 having a right hand worm thread on
it and the other section 98 having a left hand worm thread on
it. The rotation of this shaft causes the corresponding worm
wheels in their housings 147 to rotate the thrusters 143 either
into the water, or out of the water back into the outrigger hull
17, depending on the rotation sense of the electric motor 146.

FIG. 34 is a top cross sectional view (AA in FIG. 35) of the
outrigger connection shaft 90 and elevation mechanism com-
ponents supporting the outrigger hull 17 of the present inven-
tion. The outrigger connection shaft 90 has a square threaded
section 93, which is keyed into the housing 149 by keys 99
that fit into two corresponding grooves in the outrigger con-
nection shaft 90.

FIG. 35 is a sectional view BB in FIG. 34 of the outrigger
elevation mechanism, of the present invention, and shows
how the outrigger connection shaft 90 fits inside a worm
wheel 94 which has screw internal threads (not shown) which
mate with the external threads 93 on the outrigger connection
shaft 90. When the worm wheel 94 is rotated by an electric
motor 150, (in FIG. 34), through the worm gear 148, the
outrigger connection shaft 90 can be raised or lowered,
depending on the sense of the rotation of the motor 150. The
outrigger elevation mechanism provides the means to elevate
the triangular base of the space frame 5 above the outrigger
17. The housing 151 for the outrigger connection shaft 90 is
fixed to the outrigger hull 17, also incorporates a ring section
100, which fits into a corresponding groove in the outrigger
connection shaft 90, which cause the outrigger hull 17 to
move up and down with the vertical motion of the outrigger
connection shaft 90. If the lock pin 142 driven by the solenoid
91 is disengaged from the corresponding hole in the outrigger
connection shaft 90 the housing 151, the attached outrigger
hull 17 can be rotated by the thrusters 143 on the outrigger
hull 17, in FIGS. 19 and 22, when they are submerged below
the water line in configuration 139B as shown in FIG. 32,

FIG. 36 is a plan view of the present invention coupled to a
propelled vessel sailing downwind. In order for both mast
assembly sail sets 14 to see clean air 155, when sailing down-
wind, the mast assembly trolley 153 of mast assembly 6
remains in its nominal location, as shown in FIG. 5, while the
mast assembly trolley 154 of mast assembly 7 is moved along
its rail 4 on fore deck beam 23 a distance 32, so that it can see
also clean air 155. This motion 32 of the mast assembly
trolley 154 of mast assembly 7, can require some slight com-
pensating motion (by a mechanism—not shown) of the fore
spar 8 foot 24 along the rail 16 on beam 122 on the triangular
base of space frame 5.

FIG. 37 is an isometric view of the heads of the mast
assembly cores 25 and 26 to the universal joint connections
65 and 66, of the mast assembly assemblies 6 and 7 respec-
tively, to the “T section” 64 at the head of the fore spar 8 of the
present invention. This configuration allows the movement of
the mast assembly foot trollies 153 and 154 and the fore spar
trolley 24 of the fore spar 8 to be moved along their respective
rails 4, without any undo stresses in this “T section” 64
connection point, during deployment of the mast assembly
assemblies and the fore spar and folding down into the pre-
deployed configuration as shown in FIGS. 3, and 5. Similarly,
during motion of the mast assemblies and the fore spar for
downwind sailing this “T-Section 64 configuration will
allow motion of these components along their respective rails
without undue stress at this connection point. A radar dome
67 is located at the top of the “T-Section” 64.
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FIG. 38 is an isometric view of the mast assembly trolley
153, of mass assembly 6 riding on its rail on the aft deck beam
22 of the triangular base of space frame 5 of the present
invention. If required, movement of the mast assembly trol-
lies 153 and 154 and the fore spar trolley 24 along their
respective rails can be accomplished by electro-mechanical
means (not shown).

FIG. 39 is a schematic plan view of the sailing space frame,
of'the present invention coupled to a vessel being propelled on
a starboard tack, with the rudder and dagger board in the
nominal position 156 after going through a tacking maneuver
as shown in FIG. 40, and the wind direction 155, and moving
in direction 157. Sail set 14 orientations 158 are indicated by
arrows.

FIG. 40 is a schematic plan view of the sailing space frame,
of the present invention coupled to a vessel being propelled
during a coming about maneuver, with the wind direction
155, where the effect of the rudder and dagger board rotations
84 are assisted by the reverse thrust 85 provide by the thrust-
ers 143 as shown in FIG. 32, which are used to retard the
forward motion of the outrigger hull 17, allowing the pro-
pelled vessel 111 to pivot about the outrigger hull 17 and
make a more rapid tacking maneuver than would be possible
without the use of the outrigger thrusters, and moving in
direction 157. Sail set 158 orientations are indicated by
arrows. This use of the thrusters would only be required in
light winds where the forward momentum of the propelled
vessel and the coupled space frame would not be adequate to
come about and still keep forward motion while the sails are
in irons 158.

FIG. 41 is a schematic plan view of the sailing space frame,
of the present invention coupled to a vessel 111 being pro-
pelled, and the wind direction 155, shown at the beginning of
the transition from a port tack to coming about, with the
rudder and dagger boards rotated in direction 84 and the
outrigger hull 17 hull using the reverse thrust 85 of it thrusters
143 to retard the forward motion of the outrigger and allowing
the propelled vessel to pivot about the outrigger hull 17 and
make a more rapid tacking maneuver than would be possible
without the use of the outrigger thrusters, and moving in
direction 157. Sail set 158 orientations are indicated by
arrows. This use of the thrusters would only be required in
light winds where the forward momentum of the propelled
vessel and the coupled space frame would not be adequate to
come about and still keep forward motion while the sails are
in irons.

FIG. 42 is a schematic plan view of the sailing space frame,
of the present invention coupled to a vessel 111 being pro-
pelled on a starboard tack at the beginning of the transition to
a port tack, and the wind direction 155, where the rudder and
dagger boards are rotated in the direction 84, and the thrusters
143 on the outrigger hull 17 is used to speed up the forward
motion of the outrigger increasing the motion of the propelled
vessel more rapidly through the tacking maneuver than pos-
sible without the use of the outrigger thrusters, and moving in
direction 157. Sail set 158 orientations are indicated by
arrows. This use of the thrusters would only be required in
light winds where the forward momentum of the propelled
vessel and the coupled space frame would not be adequate to
come about and still keep forward motion while the sails are
almost irons.

FIG. 43 is a schematic plan view of the sailing space frame
of the present invention coupled to a vessel 111 being pro-
pelled, on a broad reach, with wind direction 155, and moving
in direction 157. Sail set 158 orientations are indicated by
arrows.
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FIG. 44 is a schematic plan view of the sailing space frame
of the present invention coupled to a vessel 111 being pro-
pelled downwind in direction 157, with the wind coming
from direction 155. Sail set 158 orientations are indicated by
arrows.

FIG. 45 is a side view of the sailing space frame of the
present invention in the process of coupling to the vessel to be
propelled, with the two mast assemblies and the fore spar in
the pre-deployed configuration, and the outrigger moving
perpendicular 159 to the starboard side of the vessel to be
propelled, and the semi ring wing foils 19 on both the rudder
and dagger board hulls 70 and 71 rotated to line up with the
direction of motion 159 of the outrigger.

FIG. 46 is a side view of the sailing space frame of the
present invention when it is elevated above the vessel to be
propelled, by the downward activation of the hydraulic rams
86 (not shown), above the rudder and dagger board hulls 70,
and 71, and the corresponding downward movement of the
outrigger by accomplished by its outrigger connection shaft
90 (not shown), with the two mast assemblies and the fore
spar in the pre-deployed configuration. The triangular base of
space frame 5 must be above and clear the bridges 76 and 77,
in order to be in position to be lowered on to these bridges.

FIG. 47 is a side view of the sailing space frame of the
present invention when the space frame is being lowered, in
the direction 160 onto the bridges mounted to the vessel to be
propelled, until the beams 22 and 23 of the triangular base of
space frame 5 rests on the typical shelf 81, as shown in FIG.
31.

FIG. 48 is a side view of the sailing space frame of the
present invention when it is being coupled to the vessel to be
propelled, with the two mast assemblies and the fore spar in
the pre-deployed configuration. At this point in the coupling
process, the thrusters on the outrigger are reversed and the
outrigger now pulls the triangular base of space frame 5 away
from the vessel to be propelled in direction 82 in order for the
beams 22 and 23 of the triangular base of space frame 5 to be
in the final position relative to the bridges 70 and 71. At this
point the four jaws 78 lock onto these beams and the coupling
process is complete.

FIG. 49 is an end view of the sailing space frame of the
present invention coupled to the vessel to be propelled, with
the two mast assemblies, the fore spar, and the sail sets 14 in
the fully deployed configurations, and the outrigger rotated,
and rudder and dagger board hulls also rotated so that their
semi ring wing foils are aligned for movement in a direction
to be parallel to the length of the vessel, with the wind direc-
tion 161, and the vessel to be propelled moving on a broad
reach under sail power.

FIG. 50A is an isometric view of the sailing space frame
177 of the present invention coupled to a vessel 111 being
propelled downwind in direction 267.

FIG. 50B is a plan view of the sailing space frame 177 of
the present invention coupled to a vessel 111 showing the
mast assembly rails 180, 181 and the fore spar rail 183, on the
central deck beam 182 as shown in FIG. 50B, without the
mast assemblies and fore spar shown. The triangular base 275
of'the space frame 177 is defined by the plane which contains
the beams 214, and 215. The mast foot rails 178, 179 respec-
tively, are mounted on the fore 178 and aft 179 beams of the
space frame 177, these rails are curved in location 252 on aft
beam 215, and 253 on fore beam 214, to allow these rails to
continue on top of the of the central twin beams 182 in their
fore 180 and aft 181 rail sections, respectively. This configu-
ration allows either mast assembly 6 or mast assembly 7,
shown in FIG. 2, to move across the beam width of the vessel
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111 to be propelled, which is required when the vessel 111 is
under downwind sailing conditions as shown in FIG. S0A.

FIG. 50C is an end view of the sailing space frame 177 of
the present invention coupled to a vessel 111 without the mast
assemblies and fore spar shown. It shows the fore and aft mast
assembly supports 184 and 185, when the mast assemblies are
in the pre-deployed configuration. Space frame 177 has no
need for support for the fore spar, since the largest weights are
associated with the two mast assemblies. Also shown is an
elevation view of the rudder and dagger board assemblies’
connection to the central twin beams 182 of the space frame
177 of the present invention. The vertical separation 186
between the hinge points of the articulation structures 88 and
89 is larger than in the space frame 5, because of the distance
186 between the upper and lower beams in the central twin
beams 182. This improves the rigidity of the connection of the
rudder and dagger board support structures 276 and 277 in
FIG. 50B, between the space frame 177 and the rudder and
dagger board hulls 70 and 71 respectively as shown in FIG.
52A.

FIG. 50D is an end view of the central twin beams of the
sailing space frame 177 and the yoke 187 used to connecting
these beams to the two magnetic clamp assemblies through
their respective gimbals, not shown. The central twin beams
are required to fit in the lane 188 between the bays 189 of a
containers ship shown in FIG. 56 A, without undo reduction in
container carrying capacity. It has the additional advantage of
providing just one cross deck central twin beams 182 struc-
ture, instead of the two bridges 76 and 77 shown in FIG. 24,
as well as the fore and aft beams 23 and 22 in FIG. 2 of the
space frame 5 which pass over the deck as shown in FIG. 1,
thus minimizing the impact on accessibility of the deck area
for normal vessel 111 operations, relative to the space frame
5. The central twin beams also carry the yoke 187 which is
connected to the magnetic clamp assemblies 190 and 191
used during the initial coupling of the sailing space frame 177
with the vessel to be propelled. This yoke 187 is mounted on
the four rails 192 on the sides of the central twin beams 182,
which allow it to be moved along these twin beams to the
extreme position 193 as shown in FIGS. 50B and 50C. The
yoke 187 can be translated along the central twin beams by a
motor driven rotating threaded drive shaft (not shown). When
the sailing space frame 177 approaches the vessel 111 to be
propelled, this yoke 187 is located at the extreme position 193
as shown in FIGS. 50B, 52C, and 56B, and the magnetic
clamp assemblies 190 and 191 make the first contact with the
starboard side of the hull of the vessel 111 to be propelled.
The actual coupling procedure will be discussed shortly.

FIG. 50E shows an end view of the port mechanical cou-
pling mechanism 194 which rides on the four rails 192 located
on the sides of the central twin beams which provides the
connection between the space frame 177 and the port cou-
pling component 195, which is permanently mounted on the
gunwale of the vessel 111 to be propelled as shown in FIG.
50F. Section AA illustrates the operation of the port mechani-
cal coupling mechanism with port coupling component 195,
where rotation of the hook 196, by means of a worm gear 197,
driven by motor 198 and the worm wheel segment 199 of the
hook 196 is used to engage the shaft 200 in the locking
sequence, and its shaft 271 is rotated through the angle 202.
Design and operation of this mechanism will be discussed
shortly.

FIG. 50F shows a side view of the port coupling component
195, attached to the gunwale 201 of the port side vessel 111 to
be propelled. This port coupling component 195 incorporates
a shaft 200, which is engaged by the hook 196 in FIG. S50E.
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FIG. 51A is a top view of the alternate space frame 177, on
the starboard side of the vessel to be propelled deck 269, with
the magnetic clamp assemblies 190, 191, in their final
coupled configuration with the starboard coupling compo-
nent 203 on the vessel 111 hull before the starboard mechani-
cal coupling mechanisms 204, 205 have been engaged with
their corresponding starboard mechanical coupling compo-
nents 206, 207 on the starboard side of the vessel hull. The
centerline 208 is collinear with the common centerline of the
two shafts 209, of the starboard coupling components 206,
207, as well as the shafts 211, 212, which connect the mag-
netic clamp assemblies to their respective gimbals 213 and
the yoke 187 connected to these gimbals as shown in FIGS.
54A and 54B. Also shown is the fore and aft beams 214, 215
shown in FIG. 50B, which have the starboard mechanical
coupling mechanisms 204, 205 fixed to their respective ends
216, 217.

FIG. 51B is a side view of the aft starboard side of the
gunwale with the attached starboard coupling component
207, lined up approximately with the deck 269 of the vessel to
be propelled, and the end 217 of the aft beam 215 with the
starboard mechanical coupling mechanism 205, with its
motor 218 driven worm 219 and the worm wheel segment 220
ofits hook 221 and its shaft 223, and its centerline 224, as well
as the corresponding starboard mechanical coupling compo-
nent 206. The activation of the motor 218 will rotate the hook
221 around the shaft 225 through the angle of rotation 222.
Once these mechanical coupling components are in the cor-
rect position the coupling will occur as explained shortly. This
configuration is identical to the fore starboard mechanical
coupling mechanism 204 and the corresponding starboard
mechanical coupling component 206, which are hidden in
this view.

FIG. 51C is a front view of the starboard coupling compo-
nent 203 which locates the magnetic clamp assemblies 190,
191 on the starboard side of the vessel 111 hull. The sequence
of the magnetic clamp assembly coupling will be explained
shortly.

FIG. 52A is a top view of a section of the starboard side
gunwale showing the two magnetic clamp assemblies
coupled to the starboard coupling component fixed to the hull
of the vessel 111 to be propelled, having been moved the
distance 228, as well as the starboard mechanical coupling
component about to be moved a distance 227 in order to be
coupled to the corresponding starboard coupling components
206 and 207 mounted on the starboard side of the vessel 111
to be propelled, respectively. Both the magnetic clamp assem-
blies and the mechanical coupling components are used to
connect the space frame 177 of the present invention to the
starboard side of the vessel 111 to be propelled. During the
coupling process of the space frame 177 to the vessel 111 to
be propelled, the outrigger hull 17 pushes the space frame 177
against the hull of the vessel 111 to be propelled as shown, and
the magnetic clamp assemblies are the first components of the
space frame 177 which touch the starboard vessel 111 hull.
When the fore and aft beams 214, 215 of the space frame 177
are moved by the retraction of the yoke 187 along the central
twin beams 182, they come in contact with and are magneti-
cally connected to the starboard side of the vessel to be
propelled hull, the starboard mechanical coupling mecha-
nisms 204, 205 are moved into the starboard coupling com-
ponents 206, 207 which are permanently fixed to the vessel
111 hull on the starboard side, as shown in FIG. 52B. At this
point the outrigger hull 17, as well as, the rudder and dagger
board hulls 70 and 71, are rotated through an angle 230 to be
parallel to the starboard hull of the vessel 111. The coupling
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sequence will be discussed shortly and is illustrated in FIGS.
56A, FIG. 56B, F1G. 56C, FIG. 56D.

FIG. 52B is a top view of the alternate space frame 177
connected to the vessel 111 to be propelled, where the central
twin beams 182 have been moved over the deck of the vessel
111 to be propelled as shown 229, in FIG. 52A, and the port
mechanical coupling mechanism 194 has been moved the
distance 226 back from the end 193 of the central twin beams
182, until it is over the port coupling component 195 fixed to
the port gunwale 201, in FIG. 50F, of the vessel 111 to be
propelled, and ready to be engaged with it through the hook
196.

FIG. 53 is an end view of the space frame 177 raising the
starboard side of the vessel 111 hull in preparation for the
central twin beams 182 connection to the port coupling com-
ponent 195 of the vessel 111 hull. The vessel 111 to be
propelled is tilted as shown by the use of the rudder and
dagger board hulls 70 and 71 so as to avoid any contact with
the deck of the vessel 111 to be propelled, if it is rolling in the
waves during the coupling process with the space frame 177.
Once the port mechanical coupling mechanism 194 has been
moved in direction 226 it is directly above the port coupling
component 195, the rudder and dagger board hulls are raised
in direction 232, which in turn causes the deck of the vessel
111 to become level again, in direction 231, for the clamping
of the central twin beams mechanical coupling mechanism
194 to the port coupling component 195 on the vessel 111.

FIG. 54 A is aside view of one of the two identical magnetic
clamp assemblies 191, their gimbals’ 213 connection
between the magnetic clamp assembly 191, and one arm of
the yoke 187. The gimbal 213 connected to the magnetic
clamp assembly in FIG. 54B is required to allow the magnetic
clamp assembly 191 to conform to the hull surface in order to
get the maximum clamping force between the magnetic
clamps and the hull surface, independent of any slight curva-
ture of the hull in the clamping area. In addition each mag-
netic clamp assembly can be rotated through a limited angular
range 233 about its axis 234 on gimbal shaft 235, so that the
each of the two magnetic clamp assemblies can move inde-
pendently in an approximate vertical direction relative to the
other magnetic clamp assembly, which can remain fixed at
one point on the hull. In addition the gimbal 213 also is
capable of a limited rotation 263, about axis 237, to conform
to the hull surface in order to get the maximum clamping
force between the magnetic clamps and the hull surface.

FIG. 54B is a top view of the gimbals’ configuration. The
gimbal 213 incorporates the shaft 238, which passes through
the yoke 187. There are two springs on this shaft 239 which
allow limited translation of the yoke 187 relative to the mag-
netic clamp assembly. Translation of the yoke 187 relative to
each magnetic clamp assembly shaft 238 is monitored to
control the use of the outrigger thrusters 143, in FIG. 41, in
order to avoid lift off of one or the other magnetic clamp
assemblies during the coupling of the space frame 177 to the
vessel to be propelled during the coupling operation, and also
to insure that the central twin beams remain approximately
perpendicular to the hull of the vessel 111 to be propelled
during the coupling procedure This operation will be
described shortly.

FIG. 54C is a back view of one of the two magnetic clamp
assemblies 191, showing the four drive motors 240, 241, 242,
243, the four magnetic clamps 244, 245, 246, 247, and the
typical single drive shaft 248 and the two guide shafts 249 for
each of the four magnetic clamps. Each of these four mag-
netic clamps 244, 245, 246, 247, in each of the two magnetic
clamp assemblies 190 and 191 can be controlled individually
to move by remote activation of the respective motor associ-
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ated with each magnetic clamp along the allowable travel
range 250, as shown. These four magnetic clamps can also be
individually activated and deactivated by remote control. Two
of'these magnetic clamp sets 244, 246 can be translated in the
approximate horizontal direction by their respective drive
motors 243, 241 rotating their respective treaded drive shafts
248 and the other two magnetic clamp sets 245, 247, can be
moved in the approximate vertical direction by their respec-
tive drive motors 240, 242 rotating their respective treaded
drive shafts 248.

FIG. 55 is an isometric view of the aft beam 215 mast
rotation assembly on the space frame 177; it is identical to
mast rotation assembly 266 on the aft beam 215. The only
difference between these components on the space frame 177
and the same components on the space frame 5, shown in FIG.
10 is the location of the support structure 251 on which each
is mounted.

FIGS. 56A, 56B, 56C, 56D, 56F are respective plan views
of'the coupling sequence between schematic representations
of the space frame 177 and the vessel 111 to be propelled.
Where FIG. 56A illustrates the pre-coupling configuration of
the starboard mechanical coupling mechanisms 205, 204
located at the end 216 of the fore beam 214 of the space frame
177, and the corresponding starboard coupling component
206 mounted on the starboard side of the vessel 111 to be
propelled. An identical starboard mechanical coupling
mechanism 205 is located at the end 217 of the aft beam 215
of the space frame 177, and the corresponding starboard
coupling component 207 mounted on the starboard side of the
vessel 111 to be propelled, where all these components shown
in FIGS. 50B, 51A. The space frame 177 is shown approach-
ing the vessel 111 to be propelled from the starboard side, in
the direction 254, where the rudder and dagger board assem-
blies are also oriented in this direction. The space frame is
being propelled the power of the outrigger thrusters 143. The
yoke carrying the magnetic clamp assemblies is located at the
end 193 of the central twin beams 182. Where FIG. 56B,
shows the initial contact between the magnetic clamps and the
vessels hull, where these clamps are not perfectly aligned
with the corresponding starboard coupling component 203,
as shown in FIG. 57A. In order to position the magnetic clamp
assemblies in their correct location, the magnetic clamp
assemblies have to be first rotated 258, as explained shortly,
so that both their axis 211 and 212 both have to be collinear
and parallel to the top of the starboard gunwale of the vessel
256, in FIG. 57A. Once the magnetic clamps have been cor-
rectly positioned, see FIGS. 57A, 57B, 57C, 57D, and
coupled to the starboard hull as shown in FIG. 57D, the
outrigger and the rudder and dagger board assemblies are
rotated in the common direction 255, in FIG. 56B, in order to
allow the outrigger to move in concert with the motion of the
magnetic clamp assemblies, to be explained shortly. Once this
is accomplished, as shown in FIG. 57B, the magnetic clamp
assemblies must be moved horizontally 257, i.e. parallel to
the top of the starboard gunwale 256 of the vessel, as shown
in FIG. 57C. At this point the magnetic clamps have to be
moved vertically, perpendicular the top of the starboard gun-
wale 256 of the vessel, into the final coupled location in the
starboard coupling component 203 as shown in FIG. 57D.

FIG. 56E illustrates the post coupling configuration of the
starboard mechanical coupling mechanisms with the corre-
sponding starboard coupling components mounted on the
starboard side of the vessel 111 to be propelled, as well as the
port mechanical coupling mechanism with the corresponding
port coupling component on the port side of the vessel to be
propelled hull.
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FIGS. 57A, 57B, 57C, 57D schematically illustrate the
motions of the magnetic clamp assemblies, and the attached
yoke 187 and central twin beam end 193 along the hull of the
vessel to be propelled from initial contact with the hull until
the magnetic clamp assemblies are in their final location in the
starboard coupling component 203.

The present invention has a number of improvements over
prior art with respect to wind powered propulsion assistance
for vessels that normally use fossil fuels for propulsion. A
number of years ago, masts and square sails were installed on
some of these types of vessels to provide additional propul-
sive forces using the wind. These concepts were tried but
could only provide downwind propulsion, and the sail area
carried was too small to supplant the use of the diesel engines.
In addition wind that was not directly downwind along the
desired course would cause leeward motion of the propelled
vessel and also listing forces which were not desirable.
Recently, use of kites for assisted propulsion of these vessels,
which took advantage of the higher wind velocity at the
higher elevation than sails, have been used and these are more
efficient than the sails but still suffer from the same type of
problems as the square sails initially used. The primary
advantage of the present invention is that it addresses these
problems and provides a means to propel a vessel without use
of fossil fuels on the trans-ocean portion of the vessels voy-
age. The present invention provides a large rudder and dagger
board surface which prevents leeward motion when the vessel
is subject to winds that are not downwind. In addition the
outrigger stabilizes the vessel against rolling, and allows the
tall mast assemblies capable of carrying the very large sail
area to replace the propulsion of the vessel with wind pow-
ered propulsion. The present invention will allow efficient
sailing on a broad reach, close hauled and of course down-
wind sailing, so that the wind can be used on all points of sail.
Finally, since the present invention can be coupled or
decoupled from any vessel to be propelled, the vessel to be
propelled doesn’t have to enter or exit a harbor with the
present invention coupled to it. The present invention only
couples to the vessel to be propelled when the vessel is out at
sea far from the harbor and the associated crowded shipping
lanes in the near harbor areas. This feature also allows the
present invention to be rapidly decoupled from the propelled
vessel should this become necessary due to storm or other
emergency conditions.

Rising concern about the cost of diesel oil and the associ-
ated pollution caused by its usage for propulsion in cargo and
tanker vessels, has caused steaming speeds to be reduced
from 25 Knots to 12 Knots by major carriers. This speed is
below the speed of the sail powered Yankee Clipper Ships of
the 19th century. Since sail powered ships followed the trade
winds in the past, major shipping ports were established
where the trade winds were most powerful, and this is very
advantageous for the use of the present invention.

The present invention can temporarily transform a cargo,
container, of tanker vessel into a pure sail powered vessel for
a large portion of its trans-ocean voyage without the use of
any diesel fuel. In addition the present invention can make the
propelled vessel an efficient sailing vessel capable of sailing
on a broad reach, a close reach, and of course, downwind
(contrary to other wind based propulsion systems, such as kite
based propulsion). As mentioned these other wind driven
systems also incur other impacts on the propelled vessel such
as increased listing forces.

For tanker vessels, the present invention can propel them
when fully loaded, as well as when emptied. For empty tanker
vessels, the use of the present invention eliminates the
requirement for ballast water, since it stabilizes the vessel
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with its outrigger while significantly reducing the tonnage to
be propelled. Current international restrictions being consid-
ered for ballast water processing before dumping, and are
expected to greatly increase the cost of tanker vessel opera-
tion and many vessels would require refitting, and further-
more these requirements may make some existing vessels
instantly obsolete due to financial constraints.

From a financial perspective the cost of diesel fuel for
propelling one typical container vessel is very high. In addi-
tion this technology can serve to get the benefit of wind
propulsion without building new sail power vessels, or incur-
ring the cost of repowering the vessels by installing Gas
Turbine Power Plants for propulsion. There is also regulatory
pressure building for installing scrubbers on vessels pro-
pelled by diesel engines to remove NOX and SOX from the
exhaust gases; this also requires more energy generation by
the diesel power plant to handle the scrubber electrical loads.

Now addressing the fine tuning of the sail set orientation
relative to the apparent wind, this is accomplished through the
mast assembly control system as explained in the following
discussion. In FIG. 6 the strut 47 holding the canard winglet
50 on each aero foil 42 is fixed to the aero foil at an angle 108,
of approximately 60 degrees, away from each sail arm 45 and
46 as shown. The canard winglet 50 can rotated by means of
its servo 51 to rotate the winglet 50 relative to the support strut
47. When the canard winglet 50 is in the neutral position, and
the aero foil is in its nominal configuration as shown in FIG.
6, the mast assembly assemblies are free to rotate in a weather
vane motion to line up with the apparent wind, and while in
this configuration the sail set 14 do not generate significant
thrust. If the sails 14 are desired to generate thrust, the aero
foil 42 is rotated by its servo 48 which causes it to rotate
relative the mast assembly core 43 and the attached boom 33.
When aero foil is rotated away from the nominal configura-
tion, one of the sail set’s leading foot edge 63 is moved
forward of the other sail set’s 62 leading foot edge relative to
the apparent wind direction of the mast assembly assemblies
under consideration. The imbalanced caused by this rotation
causes the sail set 14 to generate thrust on the mast assembly
core and thus on the space frame of the present invention. In
this case the upstream sail of the sail set 14 is acting like the
main sail of a typical sail boat and the downstream sail is
acting like the jib of a typical sail boat—see FIG. 11 through
FIG. 14. Fine tuning of the sail set relative to the apparent
wind is accomplished via rotation of the canard winglet 50.
When this winglet is rotated by its servo an imbalance in the
wind load on the sail set caused by this rotation will rotate the
aero foil and the associated mast assembly and the sail set will
generate more or less thrust depending on the rotation direc-
tion of the canard winglet 50. Similarly the second mast
assembly sail set can also be controlled by the identical
mechanism on the mast assembly core of this mast assembly.
This allows both mast assembly assemblies to have their
respective mast assembly sail sets tuned independently
though the above components of the mast assembly control
system, which provides a means for said mast assemblies and
sail set configurations to suit wind conditions, relative to the
apparent wind for maximum effectiveness on all points of
sail.

Now to addressing the folding sequence of the mast assem-
blies and the fore spar, when the mast assembly assemblies
and the fore spar are to be folded down into the pre-deployed
configuration, while the sailing space frame is not coupled to
the vessel to be propelled, the following sequence is utilized.

First the aero foil 42 is rotated to the nominal orientation by
its servo motor (this is the weather vane configuration shown
in FIG. 6). In this nominal orientation the strut that supports
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the canard winglet and the boom are parallel, as shown in
FIG. 6 (the weathervane configuration). Then the tension in
the boom vang cable 36 is reduced as the two electric roller
furler’s 55 are activated to furl the sail set as shown in FIG.
8A. These two simultaneous actions result in the sail set 14
being furled and the booms 33 rotating up against the respec-
tive aero foils 42 into the pre deployed configuration as shown
in FIG. 8A configuration 112 (where the top surface of the
boom 33 is parallel to the cylindrical axis of the mast assem-
bly core 58.

The outrigger hull 17 shown in FIG. 5 is used to correctly
orient the space frame for the folding process this involves the
use of the propulsion system on the outrigger hull 17. These
outrigger thrusters are used to rotate and/or propel the outrig-
ger hull 17 so as to point the sailing space frame into the wind,
if there is any, to orient the outrigger hull 17 in a downwind
position. Once in this position both the dagger and rudder
assemblies are rotated so that the semi ring wing foils are
perpendicular to the wind direction—to provide a drag force
thus keeping the space frame 5 with the outrigger in down-
wind position. This assures that the wind will assist in rotating
the mast assembly assemblies with furled sails so that the
canard winglets are driven by aero drag directly downwind of
the apparent wind and roughly pointing toward the solar
dome.

The aforementioned sequence is then used to lock the mast
assembly assemblies against rotation when they are in the
appropriate configuration for finally lowering down into their
saddles. At this point the mast assembly foot of each mast
assembly is moved simultaneously via its trolley, back toward
the solar dome. This actions result in the slow lowering of
both the mast assemblies and the fore spar. This process
continues until each mast assembly and the fore spar rests in
their respective saddles on the space frame as shown in FIG.
3. The deployment sequence for the mast assemblies and the
fore spar follow the reverse sequence of these actions when a
full deployment is required, both for independent sailing of
the space frame or after the space frame is coupled to the
subject vessel.

Now addressing the rudder and dagger assembly structure
and functions, the rudder assembly 70 and the dagger assem-
bly 71, as shown in FIG. 2 are identical except for their name
which indicates where these components are located on the
space frame 5 relative to the vessel to be propelled. The
dagger board hull is located close to the bow of the subject
vessel vertex 3 in FIG. 2, and the rudder hull is located closer
to the stern of the subject vessel, vertex 2 in FIG. 2. The rudder
assembly will be described here, and this description also
applies to the design of the dagger board hull assembly. The
rudder assembly consists of a rudder support hull 18 and a
semi-ring wing foil 19 as shown in FIG. 16. The rudder
support hull has a circular deck and an inverted dome shaped
displacement type hull structure. This circular hull configu-
ration is needed to minimize the torque requirements to rotate
this hull in going from the independent propulsion of the
sailing space frame to the configuration when the sailing
space frame is coupled to the cargo or tanker vessel. The
rotation torque is provided by a servo (not shown) mounted on
the vertical shaft around which this hull rotates. This rudder
assembly is fixed to the space frame 5 via a central vertical
shaft which passes through the central shaft housing 175, and
the attached articulation structure components 87 and 88
connected to the central deck beam 122. A semi ring wing foil
74 is attached to the rudder hull and is capable of being lifted
into the pre deployed configuration or lowered into the
deployed configuration via an electric rotation/lock device
(not shown). The respective central vertical shaft on both the
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rudder hull and the dagger board hull is used to electrically
rotate these hulls through the respective servos (not shown) to
the range of configurations 73 and 74 shown in FIG. 17,
relative to the space frame 5, These rotations are required
when the space frame is being sailed or propelled electrically-
before, or after, the space frame is coupled to the cargo or
tanker vessel. In the uncoupled mode the rotation of the
outrigger hull 17, about its vertical shaft 90 in FIG. 17 can be
used to steer the space frame under sail or electric propulsion.

Now addressing the operation of the vessel coupling sys-
tem, this system incorporates the following components and
provides the means for coupling a vessel to be propelled to the
space frame of the current invention. First there is a coupling
mechanism 135 on the space frame, this mechanism is used to
connect the space frame to the cargo or tanker vessel to be
propelled, and it has two major components, the first is the
bridges 76 and 77, shown in a side view in FIG. 24, and an end
view, as seen from the bow of the subject vessel, in FIG. 25.
These bridges are fixed to the vessel to be propelled and serve
as the interface between the vessel to be propelled and the
space frame 5 of the present invention. These bridges are
located on the gunwale rails 78 affixed to both sides of the
vessel on the outside of the vessel hull, at deck level—see
detail section in FIG. 26. These rails allow the two bridges 76
and 77 to be moved fore or aft on the subject vessel so that the
cargo containers can be lifted up by the unloading crane or
loaded into position in the vessel hull by the loading crane,
without any interference by the presence of the two bridges.
Similarly the moveability of the bridges on a tanker is impor-
tant so that they can be moved to facilitate loading or unload-
ing their liquid cargo. The two bridges 76 and 77 are built to
the proper length to suit the specific vessel beam width, but
the sailing space frame can couple to the bridges on any vessel
with its coupling mechanism 135. FIG. 29 is a top view of the
coupling mechanism 135, and also shown in FIG. 30 in the
uncoupled configuration to bridge and in FIG. 31 in the
coupled configuration relative to the bridge 77. There are four
coupling mechanisms 135 used to connect the space frame to
the bridges 76 and 77, two for each bridge. The two coupling
mechanisms 135 on the bridge 76, are mirror images of the
coupling mechanisms 135 on the bridge 76, this is required so
that the coupling mechanisms close in the direction of the
bow of the vessel to be propelled for the bridge 77, and the
coupling mechanisms close in the direction of the stern of the
vessel to be propelled for the bridge 76. Now to address the
operation of the coupling mechanism attached to the space
frame which clamps onto these bridges in order to fasten the
space frame to the vessel—see FIG. 31. Each clamping
mechanism has a jaw 78 which under the action of a hydraulic
cylinder 80 grasps the associated section of the bridge beam
79 as shown in FIG. 30.

The angular configuration 162 of the bridges as shown in
FIG. 28, matches the angles between the two space frame
deck beams 22 and 23. This allows the space frame to subject
vessel coupling process to proceed smoothly as explained
shortly.

When the space frame 5 is coupled to the subject vessel, the
two mast assembly assemblies of the space frame (when fully
deployed) are located directly above the center of the span
between the gunwales of the cargo or tanker vessel This
location minimizes any eccentricity in the loads that would be
caused by the weight of the mast assembly assemblies on the
vessel, except for downstream sailing, where the two mast
assembly assemblies can be moved slightly away from this
nominal location to insure that the sail sets of both mast
assemblies see clean air.
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When the space frame is approaching the cargo or tanker
vessel, which should be on a course perpendicular to the long
axis of the subject vessel, the hydraulic cylinders attached to
the arms connecting the rudder and dagger assemblies are
used press down on these two hulls in order to raise the two
base triangle vertices 2 and 3 so that the each bridge coupling
mechanism near both vertices 2 and 3 is higher than the two
corresponding coupling bridges that are fastened to the hull
gunwales of the cargo or tanker vessel.

When the space frame 5 is almost directly above the cou-
pling points on the bridges, a set of wireless proximity probes
(not shown) on the space frame 5 will triangulate on the
corresponding coupling points on the bridges (not shown).
Proximity information will be sent to the coupling program
on the computer in the crews’ quarters, and coupling software
will control the elevation and lateral positions of the coupling
points on the space frame relative to the corresponding points
on the bridges. This will be accomplished by the hydraulic
cylinder activation above the rudder and dagger board assem-
bly hulls, and by the elevation of the space frame vertex 1
above the outrigger hull 17 and the finally by the electric
propulsion of the outrigger hull 17. This will assure that the
coupling process can interactively adapt to the rolling and
pitching of the cargo or tanker vessel. The entire coupling
process is shown in FIGS. 45, 46,47, and 48. The space frame
is moved past the exact location for coupling as shown in FIG.
47. At this point the space frame will be lowered onto the
respective bridge extensions 81 as shown in FIGS. 29, 30 and
31. The top view of the outboard extension 83 of beam 77 as
shown in FIG. 27, illustrates the vertical portion of the bridge
83 also serves to guide the space frame beams 22 and 23 into
their final position. The beams 22 and 23 also incorporate
vertical extensions 105, which stop against the bridge when
the space frame is in the correct location for coupling. Once
resting on the bridge extensions 81, the outrigger hull 17 will
move the space frame 5 slightly away in direction 82 from the
subject vessel as shown in 48 until the space frame is in the
correct location laterally and vertically for the coupling jaws
to be activated. At this point the space frame 5 locked via the
jaws 78 on to the vessel to be propelled. The bridges incor-
porate guide posts 83 on their extremities as shown in FIGS.
24 and 27 to insure that the coupling process is successful,
and these guide posts are helpful in adjustments during the
lowering process that may not be fully compensated for by the
computer control.

Once the space frame is coupled to the cargo or tanker
vessel, the rudder and dagger assemblies are rotated into the
configuration as shown in FIG. 49. As previously mentioned,
the dagger assembly is identical to the rudder assembly
except that it is located in the aft position on the space frame,
when the space frame is coupled to the vessel to be propelled.
Once the space frame 5 and vessel 111 have been coupled, the
rudder and dagger assemblies provide two functions. First
they are used to impede leeward drifting when the space
frame and the coupled vessel are on a broad reach or tacking.
The second function is to steer the space frame and the
coupled vessel. In this latter mode both the rudder and dagger
assemblies are rotated 84 by their respective servos on their
central vertical shafts in opposite senses to make the steering
process more efficient—see FIGS. 39, 40, 41, and 42. Also
shown in these figures is the use of the thrusters in the direc-
tion 85 on the outrigger hull 17 to assist the change in direc-
tion of the subject vessel during tacking or turning maneu-
vers, when the velocity of the subject vessel is not adequate to
make the turn under sail power alone.

As mentioned, in the coupling process the rudder and dag-
ger board assemblies are used to lift the two vertices 2 and 3
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of the triangular base of the space frame 5 by being pushed
down by hydraulic or mechanical means 86 in FIGS. 15 and
16. In this configuration the displacement of the rudder and
dagger board hulls is much greater because of the space frame
load they are sustaining. Once the coupling is complete, the
force exerted by the hydraulic rams, or other mechanical
means, is stopped and the rudder and dagger board hulls are
allowed to float freely in the vertical direction and their dis-
placement just offsets the weight of their respective hulls and
the semi ring wing foils. This feature minimizes the drag of
these two hulls when the coupled space frame/vessel is under
sail power. The semi ring wing foil configuration is utilized
because it provides less drag than a typical blade type rudder
or dagger board—because there are no blade tip vortices
generated, as would be the case where a vertical dagger or
rudder blade were used. In addition, the fact that it is fixed at
either extremity to the respective rudder or dagger board hull
increases the strength of the foil against leeward forces.
Finally the semicircular configuration lowers the draft of the
rudder and dagger board assemblies. The coordinated use of
rotations both the rudder and dagger assemblies, improves the
steer-ability of this space frame/vessel assembly.

Now turning to the multiple functions of the outrigger hull
17, the outrigger hull 17 has side plates 170 as shown in FIG.
32 on either side of its hull to provide some leeward resistance
when the space frame is not coupled to a cargo ship or tanker
vessel. FIG. 32 represents Section AA from FIG. 33. When
coupled to the vessel to be propelled, the outrigger serves two
purposes; first, it enables the coupled space frame 5 and the
propelled vessel to utilize the large sail set area provided,
secondly, it stabilizes the coupled vessel against rolling. It
prevents the coupled vessel from rolling to the starboard
when the wind load on the sail sets is coming from the port
side of the vessel. The weight of the outrigger, the crew’s
quarters, and the solar dome, which are all located above the
outrigger hull and also provide the weight necessary are used
to offset wind loads on the sails from the starboard side. In
addition the triangular base through its three point support, on
the two bridges, and on the outrigger, provides the means for
providing a single connection to outrigger, which in turn
reduces the loads both on the vessel and the space frame. The
outrigger can be located on the port side of the vessel and the
same functions would be fulfilled as when it was located on
the starboard side as described herein, and the wind loads on
the sails from either the port of the starboard side would be
offset by the outrigger to minimize rolling of the coupled
vessel—due to waves or wind, and further more even when
the sails are not deployed.

In order for the outrigger hull 17 to be rotated in the hori-
zontal plane, it is rotated by the thrusters previously dis-
cussed. By activating the forward thrust of the electric pro-
pulsion on the outrigger the forward acceleration of the
outrigger assists the space frame/vessel in coming about from
an Atlantic Proa (with the apparent wind coming from the port
side) configuration, to a Pacific Proa configuration, as shown
in FIGS. 39, 40, 41, and 42. Similarly, in coming about from
a Pacific Proa configuration to an Atlantic Proa configuration
the electric propulsion system can be used to provide reverse
thrust on the outrigger hull 17——retarding its forward motion
and assisting in the coming about maneuver, as shown in
FIGS. 39, 40, 41, and 42.

Now addressing propulsion and rotation system for the
outrigger hull, the outrigger hull incorporates a thruster sys-
tem which has two electric propulsion thrusters, which are
located on thruster arms that pivot on hinges, which move
these thrusters from inside the outrigger hull to down to below
the water level on either side of the outrigger hull, see the
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range of motion 96 in FIG. 32. When these thrusters are
housed inside the hull they are completely out of the water
and they do not contribute to the hydrodynamic drag forces on
the outrigger hull when the space frame 5 is coupled to the
vessel to be propelled. When they are lowered into the water
they are completely submerged in the water.

When the space frame is coupled to the subject vessel, it is
important that the deck of the subject vessel is maintained in
a horizontal configuration relative to rolling about the long
axis of the vessel 176—when the coupled space frame/vessel
is at rest on the ocean. Because the loading of the vessel is a
variable, it is required that the elevation of the space frame
vertex 1 under the solar dome and above the outrigger hull 17
be adjustable. The adjustment of the elevation of this vertex 1
can be accomplished by hydraulic or mechanical outrigger
elevation means, as previously discussed. Mechanical means
are preferable because once set they do not require continuous
energy input to maintain the elevation. One such mechanical
means is the use of a threaded shaft with two keyways in it, see
FIG. 35.

The crew’s quarters 21 are located beneath the solar dome
15 in FIG. 3. The solar dome is covered in solar cells whose
electrical output is stored in the battery bank beneath the
crew’s quarters. This electric energy is used in part to provide
the power to the controls for the sails and the rudder and
dagger assemblies. In addition it is used to raise or lower the
solar dome/crew’s quarters and the space frame relative to the
outrigger hull 17, and also to raise or lower the rudder and
dagger assemblies during the coupling process. The crew is
responsible for the navigation of the sailing space frame,
when it is uncoupled from a vessel, as well as in the coupling
and decoupling process relative to the propelled vessel. When
the space frame is coupled to the vessel to be propelled, the
crew of the space frame resides on the subject vessel and in
assists in the navigation of the coupled space frame/vessel
and the control of the space frame 5 and its mast, rudder and
dagger assemblies.

The space frame 5 is used to mate with the vessel to be
propelled by moving perpendicular to the long axis of the
vessel to be propelled; with the mast assembly assemblies and
the fore spar in the fully folded configuration—see sequence
in FIGS. 45, 46, 47, and 48. At this point the space frame/
vessel is now in the Proa configuration see FIG. 49.

Once the space frame is coupled to the subject vessel, the
two mast assembly assemblies and the fore spar can be raised
by sliding the fore spar 8 trolley along its rail and the mast
assembly assemblies 6 and 7 trollies along their respective
rails as show in the FIG. 2. The boom 33 on each of the two
mast assembly assemblies is lowered into the final deployed
configuration, via the unfurling of the sail set on each mast
assembly. This occurs when the roller furling mechanism on
the leading edge of each sail is released so that the sail can
unfurl, as shown in FIG. 8. At this point the mast assembly
assemblies are allowed to weather vane until a course has
been decided upon, then the aero foil 42 (with its attached sail
arms and the canard support strut and the canard winglet) is
rotated relative to each mast assembly core and the attached
boom in order to allow the sails to use the wind to generate the
thrust in the desired sailing direction, as shown in FIGS. 6 and
9.

Typically the foot of each mast assembly sits above the
middle of each bridge when sailing on close hauled on a tack,
or a broad reach. If the vessel to be propelled must sail
downwind, either of the mast assembly assemblies 6 or 7 can
be moved back toward the outrigger hull 17, this allows clean
air to be seen by both sails on each mast assembly for maxi-
mum downwind sailing speed—see FI1G. 36. There is another
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important advantage of having the foot of each mast assembly
capable of being moved along its respective rail and set in the
desired location. This capability is required so that the drag
force of the outrigger hull 17 and the drag force from the water
due to the coupled vessel can be balanced by the location of
the respective foot or each mast assembly, insuring that the
resultant propulsive force generated by the sail sets acts at this
balance point to avoid any undue turning torque on the
coupled space frame/vessel. This is especially important
when the vessel is being propelled in the down wind direction.

In order to accept the space frame and to limit the range
required for lifting the space frame by the rudder and dagger
board assemblies and the outrigger hull 17 to adapt to various
container vessels, it might be required eliminate at least two
lanes of containers, so that the bridge angles relative to the
long axis of the vessel 176 could accommodated without
interfering the containers and the bridges could still be close
to the deck level. If the vessel to be propelled is carrying
containers, some of these should be taken out to form the
required open bridge lanes, and could be placed on top of
other cargo containers, this should not cause a problem
because the outrigger on the space frame 5 prevents rolling of
the vessel, and the extra height of these moved containers
should not significantly affect the potential listing of the
vessel when the space frame is coupled to it. This approach
reduces the range of elevation required for the space frame to
match vessel hull heights, and thus simplifies the mechanisms
and stresses involved in this elevation process. An alternate
approach would be to configure beams 22 and 23 to be curved
or bent, so that these beams would be perpendicular to long
axis of the vessel to be propelled over the vessel deck area,
while still maintaining the triangular deck 5 of the space
frame configuration, between the starboard side of the vessel
(as described and illustrated herein) to be propelled and the
outrigger vertex 1. The bridges would have to be parallel to
the aft and fore deck beams 22 and 23 over the deck area of the
vessel to be propelled. In this manner beams over the deck
connecting to the bridges would fit into the existing lanes
between containers, and not require any movement of con-
tainers on the vessel to be propelled. An alternate space frame
vessel coupling system for container ships, would involve
incorporation the same type of coupling mechanism previ-
ously described, but these mechanisms would be required to
mount onto the existing structure that also supports the con-
tainers (instead of the parallel bridges previously mentioned).
This would also eliminate loss of container carrying ability,
and still allow the coupling of the modified space frame with
the bent fore and aft deck beams of the present invention to be
utilized by these types of vessels. The suggested alternate
approach using the bent fore and aft deck beam configuration
of the triangular base of the space frame 5 would provide an
alternate means for coupling to container ships, without the
rearrangement of the containers to open up lanes for the
bridges with the included angle 162 shown in FIG. 28.

During ocean voyages cargo ships would be under their
own diesel power entering and exiting their port of call. Once
a few miles off shore the vessel to be propelled would be
coupled to the sailing space frame of the present invention.
Then under pure sail power they would be transported over
the long ocean voyage between ports on different continents.
Once close to the destination port or ports, the vessel to be
propelled would be decoupled from the space frame, and
again under their own diesel power, maneuver into the port
area and unload and reload their cargo.

The following steps are used in the decoupling process for
the space frame 5 from the vessel being propelled. First stop
the sail power propulsion of the vessel by putting the sail sets
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in the weathervane configuration. Second rotate the outrigger
hull 17 so that it is perpendicular to the long axis of the vessel.
Then disengage the jaws between the sailing space frame and
the bridges on the vessel. Now the space frame vertices 2 and
3 can be lifted up vertically above the vessel via use of the
hydraulic cylinders pressing the rudder and dagger assem-
blies down to a greater depth into the water, and elevating
vertex 1 of the triangular base 5 of the space frame by driving
the outrigger hull 17 down. Finally the outrigger can pull the
sailing space frame away from the vessel to a safe distance
using its thrusters, before the vessel is allowed to move under
its own diesel power.

In a different embodiment, an alternate sailing space frame
177 shown in FIG. 50 can be used instead of the space frame
5 shown in FIG. 2. The configuration of the alternate sailing
space frame 177 shown in FIG. 50 has been designed to, and
provided a means for reducing the number of connections
between the space frame 177 and the vessel 111 to be pro-
pelled relative to the number of connections between the
space frame 5, and the vessel 111 to be propelled. This space
frame 177, although applicable for use with both tanker ves-
sels and container vessels, is most suitable to container ves-
sels because it only has one structural component (the central
twin beams 182) that must span the beam of the container
vessel, and this in turn reduces the amount of deck space on
the container vessel which is unusable for container stacking,
relative to the use of the sailing space frame 5 in FIG. 2. It
should be noted that the other components of the space frame
5, even if not illustrated or not discussed in detail, in the
description of the space frame 177, are still utilized in the
space frame 177.

The following steps are used in the coupling operation of
the space frame 177 with a vessel 111 to be propelled. The
space frame 177 is used to couple with the vessel 111 to be
propelled by moving perpendicular to the long axis 176 in
FIG. 56A of the vessel 111 to be propelled; with the mast
assembly assemblies and the fore spar in the fully folded
configuration (not shown)—see sequence in FIGS. 56 A, 568,
56C, 56D, and 56E.

The outrigger propels the space frame 177 toward the star-
board hull of the vessel 111 to be propelled. Before contact is
made with the vessel 111 to be propelled, the yoke 187 is
moved to the end 193 of the central twin beams 182, so that
magnetic clamp assemblies 190 and 191 are the closest com-
ponents of the space frame 177, to the starboard hull of the
vessel 111 to be propelled. These magnetic clamp assemblies
provide a means for the initial connection between the space
frame 177 and the vessel to be propelled. Even though the
vessel 111 to be propelled is stopped in the ocean in prepa-
ration for coupling, the vessel 111 may still be pitching and
rolling due to ocean waves. This means that when the mag-
netic clamp assemblies 190 and 191 are pushed against the
starboard hull by the outrigger thrusters 143, there is no
guarantee that when the magnetic clamp assemblies 190 and
191, clamp onto the starboard hull, that the top of both mag-
netic clamp assemblies 190 and 191 will be the same distance
260, 259 respectively, from the top of the starboard gunwale
256 as shown by the angle 272 as shown in FIG. 57A of the
vessel 111 to be propelled. In addition it will be almost
impossible for these magnetic clamp assemblies to be in the
correct location for the mechanical coupling operation. To
remedy this situation the magnetic clamp assemblies have the
capabilities to move along the hull surface, in the up or down
direction so as fit in the starboard coupling component 203.
Once this is done, as explained shortly, the fore and aft beams
214 and 215 would be in the correct location for their star-
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board mechanical coupling mechanisms 204 and 205 to
couple with their respective starboard coupling components
206 and 207.

Each gimbal 213 connects the respective magnetic clamp
assembly to the yoke 187 which incorporates a horizontal
shaft 235 and a vertical shaft 261, as shown in FIG. 54 A. This
gimbal design allows for, and provides a means for, assuring
that each magnetic clamp assembly can fully engage the
surface of the hull for maximum holding power, when the
magnetic clamp assembly is activated. As soon as the mag-
netic clamp assemblies magnetically bond to the vessel 111
hull all four magnetic clamps 244, 245, 246, 247 in each
magnetic clamp assembly 190 and 191 are activated to lock
the yoke 187 with full strength on to the hull. This is required
because at this point the outrigger hull 17 is rotated 255 by its
thrusters from a position perpendicular to the starboard hull to
aposition parallel to the starboard hull of the vessel 111 to be
propelled—as shown in FIG. 56B. This rotation will induce
some small pull out forces on the magnetic clamp assemblies
that must be resisted, as explained shortly.

At this point the two hydraulic lines (not shown), which
provide the fluid to the individual hydraulic rams (one of the
two identical rams shown in 86 in FIGS. 15 and 16), and raise
or lower the rudder and dagger board assemblies respectively
have a cross link (not shown) between the hydraulic lines
opened. This allows the hydraulic cylinders (also called rams)
which maintain the rudder and dagger board hulls position in
supporting the space frame 177, to still support the space
frame 177, without putting any rotational loads on the yoke
187 holding the magnetic clamp assemblies 190 and 191 to
the vessel 111 hull. The movement of the magnetic clamps
along the hull surface to their final location in the starboard
coupling component 203 in FIG. 57B, can then commence.

If it is required that the magnetic clamp assemblies be
moved horizontally in either the fore or aft direction along the
vessel 111 hull, in order to reach the correct coupling position
below the starboard coupling component 203, the movement
of the magnetic clamp assemblies along the hull must be
compensated by movement of the outrigger (by activation of
the outrigger thrusters) to move the outrigger hull 17 in FIG.
2 in the corresponding direction as the magnetic clamp
assembly motion. This is required in order to avoid pull off of
the magnetic clamp assemblies from the hull and the mainte-
nance of the central twin beams axis perpendicular to the
vessel 111 hull as shown in FIG. 56B. This compensation is
accomplished by means of sensors (not shown) on each gim-
bal shaft 238 that detects the relative imbalance between the
loads on each magnetic clamp assembly. This imbalance
would be indicative of a potential lift off of one magnetic
clamp assembly from the hull surface, and would result in the
corresponding activation of the thrusters on the outrigger to
correct this imbalance and maintain the magnetic coupling
between both magnetic clamp assemblies and the hull of the
vessel 111 during this approximately horizontal motion.

Once the magnetic clamp assemblies are in their final hori-
zontal position in the starboard coupling component as shown
in FIG. 57C, the hydraulic fluid pressure driving the hydraulic
cylinders which control the elevation of the space frame 177,
through the rudder and dagger board assemblies, is coordi-
nated with the planned movement of the magnetic clamps 247
and 245 in the vertical direction along the hull surface to
minimize any stresses in the central twin beams 182, during
this motion. One of the features of the magnetic clamp assem-
blies is that the clamps can be slid sideways along the hull
surface without reducing the clamping force between the
magnetic clamp assembly and the hull. The only retarding
force against this slipping is the force of friction which is
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limited and controlled by the roughness of the hull surface.
This horizontal friction force will be overcome by the vertical
translation of the magnetic clamp assemblies up into their
final location in starboard coupling component 203, because
of'the common angle 262 as shown in FIG. 57A at each end of
the starboard coupling component 203. This slippage is likely
to be required for the magnetic clamp assemblies to nestle
into their final position as shown in FIG. 57D in the starboard
coupling component 203, because of the difficulty in getting
the magnetic clamp assemblies perfectly aligned horizontally
with their final location in the starboard coupling component
203.

The centerline of each shaft 211 and 212 in the gimbals 213
connecting the yoke 187 to the magnetic clamp assemblies
190 and 191 should also be the centerline of the shafts 209 and
210 of each of the starboard coupling components on the
vessel 111 to be propelled, as shown in FIG. 51A, in order for
the coupling of the ends of the fore and aft beams of the space
frame 177 to reduce stresses in the yoke 187 and the space
frame 177, even with the rolling of the vessel 111 to be
propelled during the coupling process. Once the fore and aft
beams 214 and 215 of the space frame 177 have be coupled to
the starboard coupling components, all four magnetic clamps
in each magnetic clamp assembly are activated to lock the
yoke 187 into this final position relative to the hull. The vessel
111 to be propelled and the space frame 177 are now locked
together and both vessel 111 to be propelled and the space
frame 177 pitch in unison with the local waves. This insures
that the space frame 177 fore and aft beams ends 216 and 217,
are on the same level as the starboard coupling components
onthe vessel 111 to be propelled. This insures that the central
twin beams are lined up for translation across the deck prior to
movement into their intended location above the vessel 111
deck in preparation for coupling on the port coupling com-
ponent 195. For a container vessel this position for the central
twin beams would be lined up with the wide lane 188 in FIG.
56A, between the container bays 189, and is dedicated to this
coupling purpose—see FIG. 56A.

Additional hydraulic pressure is then provided to the rud-
der and dagger board assembly hydraulic cylinders to press
them down, in direction 236 which causes the starboard side
of'the vessel 111 to be propelled, to rise slightly relative to the
port side of the vessel 111, as shown in FIG. 53. This is
required to give sufficient clearance for the movement of the
central twin beams over the deck area of the vessel 111 to be
propelled, without the danger of possible rolling of the vessel
111 in the ocean waves to impede the completion of the
coupling process, see FIG. 53. The outrigger hull and the
rudder and dagger board assemblies are now rotated in the
direction 265 as shown in FIG. 56C The yoke 187 is now
moved back along the rails 192 on the central twin beams 182
toward the outrigger, until the port mechanical coupling
mechanism 194, and its corresponding port coupling compo-
nent 195 are in close proximity. The port mechanical coupling
mechanism 194 is mechanically translated, whose mecha-
nism is not shown, along the rails 192 on the both sides of the
central twin beams 182 until it is directly above the corre-
sponding port coupling component 195 mounted on the port
gunwale of the vessel 111 in direction 264 in FIG. 56C. The
space frame 177 is pushed against the starboard hull of the
vessel 111, in direction 264 by actions of the outrigger hull 17
thrusters, as shown in FIG. 56D, while the magnetic clamp
assemblies are moved upward in direction 258 in FIG. 57D,
into the starboard magnetic coupling component 203. The
port mechanical coupling mechanism on the central twin
beam of the space frame 177 is then lowered down on to the
port coupling component, by the release in hydraulic pressure
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in the hydraulic cylinders which had moved the rudder and
dagger board assemblies down in direction 236, and now due
to the release in hydraulic pressure the rudder and dagger
board hulls are moved up in direction 232. This causes the
starboard side of the vessel 111 to lower and as the space
frame 177 rotates about the rotation axis 208, which is col-
linear with the axes of the starboard side mechanical coupling
components and the magnetic clamp assemblies, 209, 211,
and 212 respectively. The port mechanical coupling mecha-
nism 194 at the approximate end 193 of central twin beam 182
is now engaged with the port coupling component 195 rigidly
locked on to it as shown in Section AA in FIG. 50E. At this
point, the triangular base 275 of the space frame 177, is
parallel to the deck 269 of the vessel 111 to be propelled and
there are three rigid connections between the space frame 177
and the vessel 111 to be propelled. The subsequent release of
the hydraulic pressure in the hydraulic cylinders for the rud-
der and dagger board assemblies, allows these assemblies to
just float on the surface of the ocean, only supporting their
weight, and not putting any upward forces on the space frame
177. The only other forces generated by the rudder and dagger
board assemblies are those associated with the ring wing foils
that are used to both steer the coupled space frame/vessel, and
provide leeward resistance to wind loads for it when space
frame/vessel is under sail power. This converts the combina-
tion of the space frame 177 and the vessel 111 to be propelled
into one sail powered coupled space frame/vessel. The out-
rigger and the rudder and dagger board assemblies are then
rotated 263 until they are parallel to the long axis 176 of the
vessel 111 to be propelled.

The next step is the full deployment of the mast assemblies
and the fore spar. The final position of the mast foot of each
mast assembly is dependent on the point of sail of the vessel
111. If the coupled space frame/vessel is to be sailed down
wind, the mast assembly 6 as shown in FIG. 21, on the fore
beam 214 of the space frame 177 is moved along its rail past
the curves section 253 of the rail to the end of the central twin
beams 193, while the mast assembly 7 on the aft beam 215 is
stopped just before the curved section 252 of'its rail on the aft
beam 215 of the space frame 177. This configuration provides
clean air to both mast assemblies so they can generate thrust.
If the coupled space frame/vessel is to be sailed on a broad
reach, both mast assemblies are stopped before they reach the
curved sections 252 and 253 of their respective rails 179 and
178, again providing clean air to both mast assemblies. The
precise location of the mast assemblies will be decide by the
crew of the space frame 177 to suit wind conditions and
course requirements.

The following steps are used in the decoupling process for
the space frame 177 from the vessel 111 being propelled. First
the sails and the booms on each mast assembly are moved into
the pre-deployed configuration shown in detail 112, in FIG.
8A. Then the foot of each mast assembly is moved to a
position on its respective rail to points 152 and 153 respec-
tively in FIG. 50B, just after the curved sections of their
respective rails. The mast rotation assembly 266, as shown in
FIG. 55, and its corresponding mast rotation assembly on fore
beam 214 are then used for each mast assembly 6 and 7 to
orient these mast assemblies for movement into their pre-
deployed configuration. Then the fore spar trolley 24 of the
fore spar 8 is retracted along its rail 183 until it is at the closest
position of this track to the outrigger. Now both mast assem-
blies are lowered simultaneously by the movement of both
mast assembly foot trollies 153 and 154 along their respective
rails, until, each mast assembly is supported by its respective
supports 184 and 185 as shown in FIG. 50B, which are fixed
to the space frame 177, and both mast assemblies are in the
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final pre-deployed configuration. The port mechanical cou-
pling mechanism is now disconnected from the port coupling
component, and the rudder and dagger board hulls are pushed
down 236 by their hydraulic cylinders as shown in FIG. 53 in
order to raise the starboard side of the vessel 111 to be pro-
pelled, this lifting the end of the central twin beams port
mechanical coupling mechanism up away from the port cou-
pling component 195, in preparation for disconnection of the
starboard mechanical coupling mechanisms 204, 205 from
the starboard coupling components and the subsequent mov-
ing of the yoke 187 forward along the central twin beams and
pushing the space frame 177 away from the hull of the vessel
111 to be propelled. The yoke 187 is now moved forward
toward the end B, of the central twin beams 182, thus retract-
ing the central twin beams across the deck until the end 192 is
away from the starboard gunwale of the vessel 111 to be
propelled. At this point only the magnetic clamps are holding
the space frame 177 to the vessel 111 to be propelled. The
outrigger hull 17, and the rudder and dagger board assemblies
are then rotated in common direction 265 in FIG. 56C from
positions parallel to the vessel 111 into ones perpendicular to
the vessel 111 hull as shown in FIG. 56C. The magnetic
clamps are then de-energized, and the space frame 177, pulled
away by the outrigger thrust from the vessel 111 thathad been
propelled.

Throughout the description of the control and operation of
the sailing space frame the use of electrical power and servo
controls and mechanisms are mentioned. The use of power
and control signals requires that these required electrical
transmission currents pass through many interfaces between
stationary components such as batteries and the rotating com-
ponents of the present invention. This transmission is planned
to be accomplished through the use of inductive coupling—
this well know technology is not described nor illustrated
herein for this reason.

There are a number of configuration changes used in the
operation of the present invention both as an independent
craft and when coupled to a vessel to be propelled. These
configuration changes can be carried out manually by the
crew of the present invention, or with the assistance of a
computer control codes. There are a few configuration
changes that would definitely be enhanced in efficiency by the
use of a dedicated computer code, these are as follows:

1. Leveling of the deck of subject vessel relative to the

rolling direction by adjusting the elevation of the outrig-
ger vertex over the outrigger hull 17.

2. Coordinating the unfurling of the sails on each mast
assembly using the roller furler operating in conjunction
with the tension provided by the boom vang on the clews
of each sail set and the lowering of the boom during this
process.

3. Adjusting the rotation of the aero foil counter weight to
suit desired orientation of the boom on each aero foil for
different sailing configurations as well as for the folding
process.

4. Coordinating the rotation of the rudder and dagger board
hull assemblies to accomplish course changes when the
space frame 5 is not coupled to the subject vessel, as well
as during maneuvers when the space frame is coupled to
the subject vessel.

5. Control of the twin thrusters on either side of the outrig-
ger hull 17 to accomplish both forward and reverse
thrust as well as to rotate the outrigger hull 17 around the
outrigger connection shaft during coupling and decou-
pling maneuvers as well as for steering the outrigger hull
17 when the present invention is under way, independent
of the vessel to be propelled.
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6. Optimizing the rotation of the aero foils on each mast
assembly as well as the canard winglet to assure the
maximum thrust of each sail set as well as coordinating
the relative thrust of each sail set on each mast assembly
to insure the most efficient use of the sails thrust to move
the coupled space frame/vessel for all courses relative to
the apparent wind and desired sailing direction.

7. Coordinating the forward and reverse thrust of the twin
thrusters on the outrigger hull during the coming about
maneuver required during tacking for the coupled space
frame/vessel.

8. Coordinating the coupling and uncoupling process for
the space frame with the vessel to be propelled in order
to minimize stresses and impacts on both the subject
vessel bridges as well as on the present invention.

9. Coordinating the coupling and uncoupling process for
the space frame with the vessel to be propelled in order
to minimize stresses and impacts on both the vessel to be
propelled, as well as, on the space frame 177 of present
invention.

Further modifications of the invention herein disclosed will
occur to persons skilled in the art and all such modifications
are deemed to be within the scope of the invention as defined
by the appended claims.

What is claimed is:
1. A sailing space frame adapted to sailing on water in a
sailing direction and configured to be coupled to a vessel to be
propelled, comprising:
atriangular base, a rudder board assembly, a dagger board
assembly, a rudder board support structure, a dagger
board support structure, an outrigger, at least two mast
assemblies, a fore beam, an aft beam, central twin
beams, a crew’s quarters, a solar dome, and a vessel
coupling system for coupling the sailing space frame to
the vessel to be propelled;
wherein said triangular base comprises said fore beam, said
aft beam, and said central twin beams, each of which
connect the vessel to be propelled to said outrigger, said
at least two mast assemblies, said fore spar, said solar
dome, and said crew’s quarters;
wherein each of said at least two mast assemblies com-
prises a mast core attached to a boom base, a boom, a
counterweight, and a trolley translation mechanism,
wherein said mast core having a cylindrical axis;

wherein said fore soar is attached to said trolley translation
mechanism;

wherein each of said at least two mast assemblies com-

prises a mast core attached to a boom base, a boom, and
a counterweight, said mast core having a cylindrical
axis, wherein each of said counterweights is pivotable
about said cylindrical axis to orient each mast core about
the cylindrical axis;

wherein said rudder board assembly and said dagger board

assembly each comprise a rudder hull, a semi ring wing
foil, and a central vertical shaft;

wherein said rudder board assembly is connected to said

central twin beams by the rudder board structure, and
said dagger board assembly is connected to said central
twin beams through said dagger board support structure,
wherein both said rudder board support structure and
said dagger board support structure are connected to said
central twin beams;

wherein said outrigger is attached to said triangular base by

an outrigger connection shaft located at an outrigger
vertex of said triangular base, said outrigger connection
shaft in communication with a motor for elevating said
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triangular base above said outrigger, said outrigger fur-
ther comprising a regenerative braking system to gener-
ate electricity;

whereby said outrigger vertex is connected to said crew’s

quarters, and said solar dome is positioned on a roof of
said crew’s quarters;
wherein each of said at least two mast assemblies further
comprises an aero foil, said aero foil connected to two
sail arms for a sail set, said sail arms holding cables
attached to roller furling devices for unfurling and furl-
ing said sail set, said aero foil further connected to a strut
connected to a canard winglet;
wherein each counterweight of said at least two mast core
assemblies further comprises a counterweight servo to
balance each mast assembly relative to said cylindrical
axis and to orient said aero foil relative to said cylindrical
axis;
whereby said sailing space frame may propel said vessel to
be propelled without use of fossil fuels, reduces listing
due to wind and wave loads, increases vessel leeward
resistance, and improves directional control for the ves-
sel to be propelled.
2. The sailing space frame adapted to sailing on water in a
sailing direction as claimed in claim 1, wherein said fore
beam, said central twin beams, and said aft beam of said
triangular base join at said outrigger vertex, where each of
said fore beam, said central twin beams, and said aft beam
have rails mounted on a top surface, wherein each of said rails
are connected to said at least two mast assemblies and said
fore spar,
wherein said vessel coupling system comprises:
two magnetic clamp assemblies positioned on said cen-
tral twin beams, said magnetic clamp assemblies con-
figured to clamp to said vessel to be propelled:
amechanical coupling mechanism positioned on each of
said central twin beams, said fore beam, and aft beam,
said mechanical coupling mechanism comprising a
hook configured to connect to a corresponding shaft
on said vessel to be propelled;
wherein said triangular base of said sailing space frame
provides a single connection to said outrigger through
said outrigger connection shaft, reduces the stresses
induced in said sailing space frame, and also reduces
stress in said vessel to be propelled.
3. The sailing space frame adapted to sailing on water in a
sailing direction as claimed in claim 1, wherein said rudder
board assembly and said dagger board assembly each further
comprise a central shaft housing for said-central vertical
shafts and a hydraulic cylinder,
whereby, said hydraulic cylinder are configured to elevate
said triangular base of said sailing space frame,

whereby, said semi ring wing foils on said rudder board
assembly and said dagger board assembly are config-
ured to improve leeward resistance and directional con-
trol of the sailing space frame and the vessel to be pro-
pelled,

wherein, the sailing space frame and vessel to be propelled

are coupled in a viable sailing configuration.

4. The sailing space frame adapted to sailing on water in a
sailing direction as claimed in claim 1, wherein, said outrig-
ger is connected to said outrigger vertex of said triangular
base through said outrigger connection shaft, which in turn is
connected to a horizontal shaft which is connected to an
outrigger hull of said outrigger,

whereby said outrigger hull houses a thruster on each side

of said outrigger hull, where each said thruster is con-
nected to a thruster arm,
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whereby said thrusters are configured to propel and steer

said sailing space frame,

wherein electric energy generated by said outrigger is used

for controlling said sailing space frame, propelling said
sailing space frame when not under sail, and for assis-
tance for tacking when said sailing space frame is
coupled to said vessel to be propelled.

5. The sailing space frame adapted to sailing on water in a
sailing direction as claimed in claim 1 wherein, each aero foil
of said at least two mast assemblies surrounds said mast core,

wherein said aero foil is connected to a canard winglet

support strut, a canard winglet rotation servo, an aero
foil rotation gear, an aero foil rotation servo, and an
upper swivel coupling said roller furling devices to said
aero foil,

wherein said counterweight is attached to said aero foil and

said counterweight servo comprises a ring gear on said
counterweight in communication with a pinion gear and
a solenoid on said triangular base, said counterweight
servo configured to adjust said sail set to suit wind con-
ditions,

whereby said at least two mast assemblies are configured to

weathervane when said sailing space frame is not under
way, and reduce the energy required to adjust said at
least two mast assemblies and said sail sets.

6. The sailing space frame adapted to sailing on water in a
sailing direction as claimed in claim 1, wherein said vessel
coupling system comprises mechanical coupling components
mounted on the vessel to be propelled, and mechanical cou-
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pling mechanisms on said central twin beams, said fore beam,
and said aft beam, said mechanical coupling mechanisms
configured to connect to said mechanical coupling compo-
nents to couple the vessel to be propelled to said sailing space
frame,

whereby said vessel coupling system is adjustable so as to

accommodate vessels of different beam widths, as well
as reduce obstructions on a deck area of said vessel to be
propelled.

7. The sailing space frame adapted to sailing on water in a
sailing direction as claimed in claim 1, wherein said fore spar
is connected to said trolley translation mechanism, said trol-
ley translation mechanism mounted on a rail of said rails on
said central twin beams, and said fore soar is further con-
nected to each mast assembly, allowing said sailing space
frame and said mast assemblies to convert from a pre-de-
ployed to deployed configuration.

8. The sailing space frame adapted to sailing on water in a
sailing direction as claimed in claim 1

further comprising a mechanical coupling mechanism,

said mechanical coupling mechanism and said magnetic
clamping assemblies configured for connection of said
sailing space frame to said vessel to be propelled,
wherein when said sailing space frame is coupled to said
vessel to be propelled, said central twin beams pass
through a single wide lane between a plurality of con-
tainers across a deck area of said vessel to be propelled,
incurring only a small obstruction of the deck area.
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